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Automatic Safety Swit¢h-Stand. 

The accompanying engravings illustrate different forms 
of an automatic safety switch-stand, which was exhibited at 
the Chicago Exhibition, and which is in extensive use on 
several leading railroads. 

The peculiarities of this switch-stand are as follows : 

It is so designed as to be applicable to all localities, whether 
between or outside of tracks, and with signals of any desired 
size or shape; and at any height from the ground. The 
stand is operated by means Of a weighted lever, which lies 
on the ground in either position of the switch, and which 
enables the switch to be thrown with great ease. The lever 
weight forces the switch home and holds it there. When 
operated automatically by a train on the main track the 


Fig. 5 represents the automatic stand with an inter- 
mediate height of signal, say 6 or 7 ft, above the track. The 
lamp may be reached by means of steps formed on the cast- 
iron column. 

Figs. 6 and 7 represent the high signal stand. In this 
application the signal may be placed at any desired dis- 
tance above the track. The mast is held in a vertical posi- 
tion by a tripod formed: of a wooden ladder and two iron 
braces, the object of the ladder being to enable a signal 
light to be easily placed on the top’of the mast. This 
method of forming an upper bearing for the mast is cheap 
and effective. 

A semaphore signal may be used with this stand when de- 
sired, as shown by Fig. 8, in which case the lamp is placed 
ou the mast and revolves with it as before, while the signal 

receives its motion through a pair of small bevel gears. 





inaw; tbe Ontonagon & Brule River; the Saginaw, Tuscola 
& Huron; the Muskrat Lake & Clam River; the Detroit 
Union Railroad Denot & Station Co. 

The first two are controlled and operated by the Grand 
Rapids & Indiana Co., and form an extension of that road 
from Petoskey to the Straits of Mackinac. The Cincinnati, 
Watash & Michigan road is the extension into this state of 
a line commencing at Anderson, in the state of Indiana and 
terminating at Benton Harbor, on Lake Michigan, its entire 
length being 164.40 miles, 33.40 miles of which are witbin 
the limits of this state. ; 

The fourth has as yet only constructed a section of its 
road, 20 miles in length, from Ontonagon to a point south 
of Rockland, no progress having been made with the work 
since the date of the company’s annual report. 

The Saginaw, Tuscola & Huron owns and operates a 
narrow-gauge road, at the date of its last report, extending 
from East Saginaw to Sebewaing, and since extended. 

The Muskrat Lake & Clam River, at present, strictly 
speaking, a forest road, it is probable will in the near future 


To enable a train to run out of a siding through a cl osed | aettree: Ahead © nest road far generat rant ce ‘seneenqeeeee 
| im nce. 
switch a spring is sometimes applied to the connecting rod | he last corporation of the list was organized under the 
in the usual way, except that the spring works only in one | peor em “4, yee ne of rye and has ay ae 
ag 4 . accomplis or great value and importance 
oot that is for a train ruoning through a closed | chief commercial metropolis of the state. ae 





Since the last report from this office, 16 new railroad cor- 
Fig. 9 represents another method of reachiug the same re- | porations have been organizod, with a proposed construc- 





ji) 


FIG. 7. 
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AUTOMATIC SAFETY SWITCH STAND. 


first pair of wheels closes the split switch, leaving it in | sult, in which advantage is taken of the fact that when a | tion of new track of 650 miles, and seven new corporations 


proper position for the remaiuder of the train, and for other | switch isrun through by a train the first action of the 


trains on the main line; in other words, if a train finds the 
switch at danger it sets it to safety, and leaves it so. Any 
obstruction between switch and main rail prevents the lever 
from being thrown to place, which is not the case with 
switch stands having a flexible connection with the switch. 
A latch stand is provided to hold the lever in position, and 
which may be locked with the ordinary switch lock. 

Figs. 1, 2,3 and 4 are different views of the automatic 
stand with low signal, or “ground stand.” This stand is 
used principally in yards,as it offers but little obstruction to 
men walking between tracks, and at the same time is pro- 
vided with a signal by day and by night. The latch stand 
is frequently omitted, enabling trains to run through the 
trailing switch from either track, without the necessity of 
throwing the switch by hand. The fact that this can be 
done indefinitely without injury to switch or stand makes 
this form of stand extremely useful in places where a great 
deal of shifting is done. When the stand is applied at turn- 
outs where itis not desirable to allow trains to pass out of 
the siding without first opening the switch, a single latch- 
stand is applied to lock the switch closed. When the stand 
is used with a stub switch it is best to provide latch stands 
for each position of the lever. 





— been — by ser gpa ‘iat ter tein 
‘ | e track mileage o 2 repor’ or chigan was 
wheels springs the rails a little. |4.609 miles, as against 3,252.58 the previous yor, an in- 

This slight springing of the switch rails is made use of to | crease of 356.42 miles—8.37 per cent. 


draw a bolt at the latch stand, which releases the lever, al- | 
though the latch is down and locked. In this way the first | ‘ , , 

a r . | The year 1883 has proved an active one in the extension 
pair of wheels opens the closed switch, which could not be | of ojd ‘lines of road and in the construction of new. From 
opened by hand without first being unlocked. the returns made to this office November 1, 1883, covering 

All the above forms of switch stands are manufactured by | the new line already built, or certain to be completed and 


NEW ROAD IN 1883. 











the Pennsylvania Steel Company at Steelton, Pa., near | foarte pant a mig Jan. 1 next, not before reported, I give 
Harrisburg. 

Miles. 

Chicago & West Michigan .........  .--ssesescoccese 0 12.98 

one Pan 8 5 & * aa ae erhebh: neh sbebnebie saunas ed 

inhi ; : . in ey EE on 504% 2 sat. oo Neueen cea ataanueode 3. 

Michigan Railroads in 1882-83. b> +43) 4 ey che mln peta 74.30 

Milwaukee, Lake Shore & Western......... ...-...s..-+ - 26.12 

We give below extracts from the report of Mr. Wm. P. oh mena by gage & Ontonagon........ 2.20 s-sseees ss 

Innes, Railroad Commissioner of Michigan, to whom we | Pontiac, Oxford & Port Austin... 0.00000 202 00.00 

are indebted for advance sheets of his annual report. The . — 

WORM NER soceces. 0s coushsxthshancattethaaspadeuned 414.04 


figures given are for the year 1882, but the statements of 
new track and of the organization of companies are brought 
up to the close of November of the current year : 


For the vear 1882 the condition and business of 59 cor- 


But one other year in the hsstory of the state shows a 
greater number of miles of railroad built than during the 
present. In 1871 559 miles were newly constructed. The 
above new track added to that reported at the close of 1882 


rations were reported—two in excess of the previous year. | gives an ag, te of 5,053:04 miles of railroad that will be 
e following companies were for the first time: | opened for business at the commencement of the new 
Little Traverse & Mackinaw 


ear, 
and with the exception of a small area in the remote worth. 
eastern portion, along the shores of Lake Huron, every 





Tho igs ; the Cincinnati, 
Wabash & Michigan; the Grand Rapids, Indiana & Mack- 
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portion of Michigan has railroad connections with the com- 
mercial world. 


TAKING UP RAILROAD TRACK. 


In three instances since the organization of this depart- 
ment, have companies abandoned their lines of road and re- 
moved their tracks, as it would seem without authority of 
law for such proceedings. 

My prececeeete, in his last report, cites the Muskegon & 
Rose Lake Co. as having abandoned its road and torn 
up its track, and as it appears, leaving its taxes due to the 
state for the years 1 aud 1881 unpaid, and with no 
method available for enforcing their collection, as the stock- 
holders and directors of the concern were residents of an- 
other state. Very racertly the Chicago & West Michigan 
Co. has officially informed this department that it had 
taken up its track between Fruitport and Holland via. 
Nuncia, a distance of 25 miles. It becomes a grave question 
for consideration whether a company, having once con- 
structed a line of railroad under the franchises granted it by 
the state, and opened it for the public use, and by its loca- 
tion through a district of country induced people to make 
settlements, to build towns, and to invest large suus of 
money with the expectation that the railroad was a per- 
manent improvement from which the advantages usual to 
railroads were sure to be realized, can, of its own pleasure, 
abandon its road, take up the track and lea.e the people 
and business communities on its line without the facilities to 
which eo faith and frequently large contributions of 
material aid entitle them. If a street or public bighway 
once opened and dedicated to the public use by the private 
owners of land cannot be vacated without due process of 
law there would seem to be still stronger reasons why a 
great public use like a railroad sbould not Le abandoned by 
the corporation that built it without full indemvity to the 
people damaged by such ubandonment. The question will 
a te ea to the attention of the court by the Attorney- 

eneral, , 





STOCK AND DEBT. 


The total stock and debt returned at the close of the year 
1882 amounted to the sum of $536,039,192, being $58,697 
per mile of road owned. 

The debt of the railroad corporations during 1882 con- 
tinued to increase and at the close of the year showed the 
following condition: 





RaGR AdKickuvakecice eae. 050050%0% wogtee $263,702,860 
DICE Sat anak shidaed Nceccassenaesns . -- 28,232,745 
NR Gk hea Sain 008 ke8 sc caste cecaxcha 16,266 

: | SE PRES AO, Pee Fe $291,951 ,972 


Over the report of last year the above footing gives an 
increase of $23,451,367. Per mile of road the debt now 
figures at $31,968 as against $23,408 last year, being an in- 
crease per mile of $8,560. 


TRAFFIC AND EARNINGS. 
The traffic of the roads for the year was as follows: 








1882. 1881. 
Revenue train miles ............ 54,011,766 49 455,927 
Service and switching miles..... 17,865, 106 No 
Passengers carried.............. 24,158,093 18,914,933 
Passenger miles.... ..........-. 967,401,766 824,103,340 
Tons freight carried............. 39,400,806 37,799,555 
RS cos i co's ss carassce 5,781,580,167 5,747,847,621 

Averaye rate; 

Per passenger-mile ...... . 2.720 cenis. 2.380 cents. 
beg een .. 0.973 > 0.92 = 


The increase in passenger-miles reported, 28 per cent., was 
very large. 


The earnings of all the roads reporting were as foilows : 


1882. 1881. 
BI it ac. ks nacdtenan tonawacesacewen $82,753,689 $75,195,845 
SII u5 Wahoos cceen caeeieesaceeuee eek 54,643,741 50,271,575 
Net earnings............... cgtant Ween $28, 109,948 $24,924.270 
Interest and rentals .. ........ccecsesees 19.382,626 17,137,471 





eseeneseehcnbe $8,727,322 $7,786,799 


Eleven companies—the Chicago & Northwestern, the Chi- 
cago & West Michigan, the Detroit, Grand Haven & Mil- 
waukee, the Detroit, Lansing & Northern, the Flint & Pere 
Marquette. the Fort Wayne & Jackson, the Lake Shore & 
Michigan Southern, the lesensts. Houghton & Ontonagon, 
the Michigan Central, the Mineral Kange and the Port 
Huron & Nortbwestern—paid dividends. Two of these— 
the Chicago & Northwestern and the Lake Shore—have only 
a small part of their mileage in the state. 


RAILROAD CROSSINGS. 


The number af railroad crossings in the state at the close 
of the year was 84, of which six were over intersecting lines; 
there remainder being at grade. Exposed as railroad 
crossings of the latter character are to serious acci- 
dents, involving great loss of life and property, this 
state has hitherto, either from good fortune or com- 
mendablefobservance of the laws requiring trains to 
be brought to a full stop before attempting to cross 
the track of anuther road, been spared the occurr-vee 
of such accidents. But with the rapi@ly increasing number 
of these crossings, and the great delays incident to them, 
to the heavy tratftic of the trunk lines, coupled with the detri- 
meat to the rolling stock resulting from the frequent stop- 
pages required, the temptation to run the crossings or evade 
a strict compliance with the law becomes pressing, and 
it is to be feared that at times, from such cause, 
the danger of disaster is very imminent. Appreciating 
the great advantage it would be,to the traffic of our railroad 
companies could their trains be permitted to pass at | 
grace crossings withcut coming to a stop, the last :Legis- | 
lature so amended the law as to permit such passage of 
crossings, where the use of the interlocking switch and 
signal system or other device, to be approved by tbe com- 
missioner of railroads, insures safety to the trains of the 
companies conceded such privilege. While there can be 
no doubt that the interlocking switch is a very effective 
appliance, and whenever used reduces the dangers of col- 
lision at grade crossings to the minimum, still the cost of 
its plant and the expense of its maintenance, will prob- | 
ably make it at other than the more important points) 
where trains are frequently passing, of slow introduc- | 
tion. In view of this fact, and the practice which prevails | 
on nearly ail the roads of this state, notwithstanding the 
earnest efforts of this department to prevent it, of bringing | 
trains to a stop at junction points so that they “hang over” | 
the tracks of an intersecting line, I bave thought my duty to 
the public would be more faithfully discharged by requiring 
the erection of suitable gates at all grade crossings not» 
—— by otherappliances. Acting upon that conviction | 

have recently issued a circular to the railroad companies 
of this state ordering the erection of such gates within 90 | 
days from its receipt. | 

The number of highway crossings reported is something | 
less than for the preceding year, aggregating 4,618 as | 
against 4,714 for the previous report. Of these 4,366 are | 
reported at grade without gates or flagmen; 103 at grade | 
with gates or flagmen, 85 over track, and 64 below. | 
There were 29 accidents at highway crossings during the | 
last year, more than double the number for the previous 

ear, While examination into the circumstances attending 

his class of accidents reveals the fact that they resulted, as 


Surplus........ . 


a rule, from a lack of sufficient caution on the part of the 
persons involved in them, still, they generally happened at 
points where obstacles or the conformation of the adjacent 
ground obscured the approach of trains, and where the use 
of some automatic signal of the existence of imminent dan- 
ger would have probally saved the lives or limbs of the un- 
fortunate sufferers. The adoption of such signals will be 
urged at especially exposed and dangerous points. 


FENCING, 


The report for 1882 indicates that nearly all the fencing 
of right of way along the lines of road, required by law 
through enclosed lands, has been completed. The total miles 
of fencing reported as built are 6,616.78, of which 882.42 
had been completed or renewed durivug the year, 1,510 miles 
remain unfenced, mostly, it is presumed, in the forest dis- 
tricts of the state and north of the line, beyond which the 
penalty for failur» to fence does not attach. The complaints 
noticed by my predecessor of the construction of new fences 
or the renewal of old board fences gone to decay along 
the railroad lines with wire, continue to be received at this 
office to a limited extent. It is not strange, perbaps, that the 
farmers so long used to the expensive and efficient barriers 








Fig. 6 
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Automatic Safety Switch Stand. 


afforded by the old-fashioned board fence, should at the first 
be dissatisfied with the substitution of the barbed 
wire, which while it has many qualities of suitable- 
ness which commend it to the railroad managers, among 
which are its cheapness, durability and exemption from 
destruction or damage by fire, has others not viewed so 
favorably by the farmers through whose inclosures it has 
been put in use. But inspection of the wire fence com- 
plained of, has generally disclosed indifferent construction 
or insufficiency of material, deficiencies, which, when cor- 
rected, have removed the reason for dissatisfaction, and on 
the whole I think the wire fence is meeting with more favor 
among those at first entirely unreconciled to its erection 
through their lands. 

But as the law only provides that right of way fences 
should be of the height and strength of a division fence re- 
quired by law, without prescribing the material of which 
they are to be constructed, Iam of the same opinion as my 
predecessor, that the Commissioner of Railroads is only 
invested with authority to decide upon the sufficiency of 
fences after their completion, and not to prescribe the ma- 
terial or method of construction. 

TAXATION, 


‘The total taxes assessed against the railroad companies 
doing business in this state for the year 1882, including the 
special charter roads, amounted to the sum of $655,791.53, 
an iscrease of $79,854.65 from the preceding year. As the 
special charter roads are taxed upon their stock and debt 
instead of their earnings the taxes paid are not as large by 
a very considerable amount as they would be were the same 
basis of taxation adopted for ail. Per mile of road the 
taxes paid are $147.85, 

No subject connected with the administration of railroad 








affairs has provuked more discussion in the different states 
than that of the best and most equitable plan for railroad 
taxation. 

In the larger number of states the system of localtaxation 
has been adopted. That is, the properties are listed by the 
companies giving their estimated valuation in the taxing 
districts where situated. This valuation is generally 
equalized by some board having jurisdiction for such pur- 
pose, and the tax levied atthe same rate as is establisbed 
for other real estate. The value of equipments in use are 
reported by the companies and the amount is added to the 
valuation of the track upon a pro rata mileage basis. 

This plan, while it finds considerable favor in some states 
still, I notice from the reports which reach the office, does 
not give general satisfaction, and in many of the states the 
people clamor for a change, and owing to the comparatively 
low valuation that seems to be placed per mile upon the 
railroads the taxes raised from railroad property are not, 
as a rule, in excess per mile of road of that realized under 
the method in force in Michigan, while the expense and 
labor necessary for the assessment and collectiun of such 
taxes are much reduced under our system. 

I am of the opinion that the state would realize no ad- 
vantage, but perhaps suffer detriment from a cbange in the 
method of taxing its railroads, a conclusion which the last 
Legislature seemed to reach, as after an exhaustive con- 
sideration of the subject a bill providing for the substitu- 
tion of local taxation in lieu of specific was defeated bya 
decided vote against the measure. It is, however, unfor- 
tunate that all the properties could not be taxed upon the 
same plan. From the fact that two of our largest com- 
panies working under special charters have virtually ab- 
sorbed and are operating under one management a large 
mileage of road constructed by corporations organized under 
the general railroad law, whose earnings are taxable sepa- 
rate from those of the companies by which they are leased, 
it becomes evident that there is room afforded for undesira- 
ble complications in fixing the amount of tuxable income ac- 
cruing tosuch leased roads, that were better avoided. 

For convenience of reference I append a statement show- 
ing the amount of taxes assessed against the railroad com- 
panies in this state from 1877 to 1882 inclusive: 


0 RO si pte eee et ee $376,769.31 
MNOS e ice Sc eee cerkns apa 410,453.00 
ND 8 ie es ecco kes BAe eS 445,399.80 
NSS is a'du alae Bb: aaSShac cs dedeas Peaustatie 521,513.34 
ERR SRS SIE See ARE Ra INE Tie 575,936 
MUR oe ci gad sx Ges A sans eee a 655,791.53 
1 AUER E RS LOOT eet eNO As, AM, .$2,985,863.86 


The large amount from this source is devoted to the use of 
our primary schools, and is distributed each year to the 
school children per capita through each school district in 
the state. In my judgment it would be difficult to make a 
better or more just disposition of the already large and con- 
stantly increasing fund derived from our specitic railroad 
taxes, 

ACCIDENTS. 


The casualty report for 1882, while covering only fuur 
less accidents than for the preceding year, still is to some 
extent an improvement on the report for that period, owing 
to the very considerable increase in the number of persons 
exposed to danger and the number of train-miles run. 
During the year reviewed the whole number of accidents 
reported for Michigan was 507, of which 1x2 were futal, 
and the remainder, 385, inflicting injuries not resulting in 
death. As classified the following appears to be the distri- 
bution of the lst: 


Killed. Inj’d. Total. 

EOI. 5.1 45.40 sede cescasavavshanseweeaane 4 14 18 
MINS nb vensdcrkdatbsresebivisce<tns cone 48 282 33 
MEER Sicko cha dadscavncnes Ft pecs baa nee Neel 70 89 1,590 
AES VORP 122 «385 ~—«B07 


In the opinion of the officials who make up the casualty 
reports to this office only 61 of the long array of accidents 
were from causes beyond the control of the sufferers, the 
remainder happening from pure carelessness or want of 
proper caution on the part ot those injured. Included in 
the latter class were 92 trespassers and tramps and 39 poor 
unfortunates (nearly all among the killed) who at the time 
of their death or injury were intoxicated. Of the 24,158,093 
passengers carried during the year but four were killed, or 
one for every six millions and a fraction, and 14, or one for 
about every two millions were injured, but not iatally. 

Of the 20,283 employés on the rolls for Michigan it ap- 
pears that 48 were Killed and 282 injured. This is au aver- 
age of something over two in each thousand employed of the 
former, and almost 14 for each thousand of the latter. 

Accidents arising from the coupling of cars continue to 
be the most frequent among employés. Last year 163 cas- 
ualties from this cause were reported, which have increased 
this year to 173. I am informed that the Flint & Pere Mar- 
quette Co. has recently fitted up a number of freight 
cars with a newly-invented coupler in which they have 
great confidence as being the one so long needed. 1 shal 
hope to be able to report another year that their anticipa- 
tions bave been fully realized. 

Next to the above mentioned cause of accident, and even 
more fatal than that, is the practice so strangely persisted in 
of making a footpath of railroad tracks. Forty-eight people 
were killed from such cause alone last year. 

The deadly frog last year killed 4 and mutilated 17 
other employés, and the last Legislature passed a law requir- 
ing railroad companies to so “‘ adjust, fill or bluck the frogs, 
switches and guard rails on their roads as to prevent the 
feet of employés or other persons from being caught 
therein.” The law in question takes effect on Jan. 1 next, and 
I believe all the companies in the state are prepariag to com- 
ply with its requirements. The Flint & Pere Marquette 
have been the first company to complete the blockivg of 
their road under the provisions of the act, and the work has 
been performed in a thorough manner. 








THE SCRAP HEAP. 





The New York Central Brake School. 


A.H. Catlin, Superintendent of brake equipments and pas- 
senger car distributor, of the Central-Hudson Railroad, arriv- 
ed here yesterday afternoon with hisair-brake car for instruc- 
tion of employés. The car isa baggage car and is fitted upto 
represent a train of 25 cars, each car in the train having an 
auxiliary storage reservoir and air-brake cylinder. he 
storage reservoirs are charged with compressed air pumped 
in by the engine while the train is running between stations. 
The p.wer for each car is stored undeineath it. The power 
is let from the storage reservoir into the air-brake cylinder, 
which moves a piston and applies the brakes witb 
a pressure of 5,000 pounds against each wheel. 
With a fair track a train of 10 cars moving at the 
rate of 40 miles an hour can be stopped within the distance 
of 800 or 1,000 ft. The brakes being automatic in action, 
any breakage of the hose coupling on the train they are im- 
mediately applied. The power can be applied from the en- 

ine or from any car ~ pulling alever. Superintendent 

tlin is going over the line mstructing employés how to 








DECEMBER 21, 1883] 


THE RAILROAD GAZETTE. 








manage the brakes and to remedy defects, breakages, etc. 
This knowledge makes the engineer master of any con- 
tingency that may arise while running atrain. Mr. Catlin 
exhibited the working of the apparatus to a number of per- 
sons this forenoon at the Central train house. —Rochester 
(N. Y.) Post-Eapress. 


No more Presents. 


An order bas been posted in the Pennsylvania Railroad 
shops prohibiting the soliciting of subscriptions for presents | 
to be made to foremen of the different departments. The | 
same order also forbids the soliciting of money for the 
benefit of brother employés. A great deal of this has been 
done, and it would be a strange pay day when a workman | 
would not have a couple of subscription books shoved under | 
his nose. Any of this kind of business to be done hereafter | 
will have to be attended to outside. This order, coming so | 
close to the holidays, spoils several presentations.— Altoona | 
(Pa.) Call, Dec. 13. 


Automatic Crossing Signals. 


The Union Switch & Signal Co. has put up signals at the | 
crossing of the Fitchburg and the Old Colony roads in Fitch- | 
burg, Mass., which were formally inspected by the Railroad | 
Commissioners on Dec. 14. Thesesignals are thus described | 
by the Boston Herald: 

‘The signal tower contained an electric indicator, show- | 
ing on which road and from which direction avy train may 
be approaching, when it is a quarter of a mile distant. 
Nearly an eighth of a mile from the tower on each road is 
located a distant signal, and still nearer a home signal. 
Each is of the semaphore pattern. In the tower is a 
series of numbered levers, those for the distant signals | 
being painted green, those for the home signals | 
being red, those for the switches black and _ those | 
for the locking arrangement blue. One man can thus very 
easily control the movements of all the trains. Every signal | 
stands at danger until changed, and thus, if the switchman 
happens to fall asleep or for some other reason fails to attend 
to his duty, an accident is still impossible, for every train is 
stopped before reaching the crossing. Everything being at 
danger, suppose a Fitchburg train approaches from the east, | 
the electric indieator sounds its alarm, the switchman pulls | 
certain black levers, setting the switches properly, then a | 
blue lever locking them, then a red lever dropping the home | 
signal, and lastly. a green lever dropping the distant signal. | 
Everything thus being opened for the Fitchburg train | 
from the east before it reaches the distant signal, the | 
engineman whistles off brakes, and the train continues | 
its course without stopping. The levers are locked electri- | 
cally, and cannot be moved until the train has passed the | 
crossing, and neither can any lever be moved to open the | 
way for a train on the Old Colony road. Sbould a train for | 
any reason not heed the danger signals, and keep on its way, | 
it would be uvable to reach the crossing, for every track has | 
a switch-off which would throw the train on to the ground 
some distance before the crossing was reached. The abso- 
lute safety of the whole arrangement having been demon- 
strated the Commissioners signified their approval, and, in 
accordance therewith, a special notice to emplovés, jointly 
issued by the management of the Fitchburg and Old Colony 





















































Old Colony Railroad: 


Sunday Trains in Massachusetts. 


The Massachusetts Railroad Commissioners have returned 
the following answer to 4 memorial from Rev. E. Alden 
and others in relation to the running of Sunday trains on the 


‘The Board has received from you the petition of the Pil- 
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grim Conference of Congregational churches, asking that 
measures may be taken for determining ‘ whether the run- 
ning of trains through the old Pilgrim colony to the town of 
Plymouth is of such public necessity and convenience as to 
require by your authorization the running of said trains.’ 
Petitions in aid are received from the Church of the Pil- 








‘*4. The power i to this Board to authorize{the opara- 
tion of trains on the Lord’s day, when required by ‘ public 
necessity and convenience,’ does not give power to prevent 
or forbid the running of such trains. That power is left 
with the courts and magistrates of the commonwealth. 

“5. The act of 1881 was passed in order to meet the needs, 
| occasional and exceptional, of certain trains running over 
| the state railroad, and to save the state from appearing to 

violate itsown laws. The numerous trains which are now 

run on the Lord’s day upon the various railroads of the com- 

monwealth are, none of them, run under the authority of 
| that law or of this Board, and we have no power toforbid 
| their operation. 

“6. Your best course will be to petition the Old Colony 
Railroad Co. not to run the train, sending your petition in 
good time, so that they may hear all parties before the open- 
ing of the summer season.” 


i] 


|A Conscientious Conductor. 


‘How did I become Superintendent?” answered the rail- 
road official. ‘‘Why, it was this way: I was conductor 
| of the morning passenger express, and one day as we were 
| comiug down by the junction we struck a misplaced switch 
and ran into a freight train that was standing on the siding. 
As we were running about thirty-five miles an hour of 
; course it piled things up a deal. Onr engine was 
| smashed all to pieces, the smoker telescoped the ba 
|car, and the forward passenger coach ran up on the 
| and rolled over. 





P 
I was standing on the platform at the time 
| the thing mapeneee, and luckily was slung off about thirty 
| feet beside the track. When I ~—_ myself up everything 
| was confusion, the air was filled with clouds of escaping 
| steam, and about fifty passengers were somewhere in the 
| wreck. Of course it was what you might call an ‘emergency,’ 
| but there is nosuch word as that in the company’s dictionary. 
}I had my orders, and knew what to do. The roof of 
| the smoking-car lay near me, and I heard a man crying out 
| from underneath it. After about ten minutes’ work I had 
| the stuff all cleared away and reached him. He was very 
| weak and groaning. ‘Oh, heavens!’ he said, ‘this timber 
| presses on me so I can’t move. Both my legs are broken below 
| the knee.’ * Think you’ll be bere till the next train?’ I asked. 
‘Oh, yes,’ he moaned, ‘Then you'll need a stop-over check, 
sir,’ I said, and I made out a paste board and gave it to him. 
‘Young man,’ he said, ‘I observe that you have neglected 
to fill in the day of the month, but, under the circumstances, 
your omission is excusable. I am a director of the com- 
pany, and, if I survive, your attention to duty shall be re- 
warded.’ The old gentleman pulled through and is now vice- 
president. That’s how I’m Superintendent, and,” he con- 
| tinued musingly, as he fingered hislantern watch-charm, ‘I 
| believe in the old saying that the company bas rights which 
| the public is bound to respect, and rules which they must 
| conform to.”—Life. 


| A Troublesome Accident. 


The turn table at the new round-house broke down at an 
early hour this morning, and as a consequence all the en- 
gines in the round-house, about 30 in number, cannot be got 
out upon the tracks. The part which broke was the large 
centre casting, and inasmuch as there is no duplicate of it 
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railroads, was last night sent out, giving notice that the use 
of the semaphore sigpals at the Fitchburg grade crossing 
would commence at 6a. m., Dec. 17, 1883, for permanent 
use.” 


Economizing. 


Ata meeting of the general officers of the varicus rail- 
ways centering in Cincinnati yesteaday, it was decided that 
after Jan. 1 employés living on lines other than their own 
shall be required to buy commutation tickets. Hitherto 
this class of suburban travel has been furnished with free 
transportation. It was also agreed that hereafter when ap- 
plication is made to local ots for money donations for 
exposition pageants and the like the local agent must not 
obligate his company, as has been the custom, to pay its 
proportion of the expense, but refer the matter, with or 
without its recommendation, to his general manager, who 
will confer with the general officers of the other lines, so 
that each road may have the opportunity to determine for 
itself what would be a fair and just assessment instead of 
letting outsiders do it for them as heretofore.—Cincinnati 
News-Journal, Dec. 15. 





AUTOMATIC SAFETY SWITCH STAND. 


grimage and from the Second and Fourth churches in Plym- 
outh; from the Pilgrim Congregational Church in Duxbury. 
the Mayflower Church in Kingston, the Congregational 
Church in Halifax, and from both the Methodist and the 
First Congregational churches in Marshfield. We desire to 
reply to these petitions fully and carefully, as the worth of 
the —- and the importance of the subject demand. 

**1.° The Old Colony Railroad Co. has never received nor 
asked —- from the Board to run any trains on the 
Lord’s day, The running of the train in question began in 
1874. The law giving this Board authority to allow the 
mane of certain trains on the Lord’s day was passed in 
“2. If the train which the old Colony Railroad Co. runs 
in the summer months is legally run it is not because of 
that statute, but because su a isa ‘work of neces- 
sity or charity,’ and so falls within the general exception 
to the Sunday Jaws. If such running is not a work of ne- 
cessity or charity it is illegal. 

“3. The question whether the running of this train is 
illegal can only be settled by he corporation, 





prosecuting t 
or one or more of the train hands, under the appropriate series of 


section of chap. 98 of the Public Statutes. 


here it cannot be replaced until a new casting is obtained 
from Philadelphia. This will consume at least four days, 
and in the meantime none of the engines in the round-house 
can be moved or those out be taken in for shelter. This will 
make the Delaware and Eastern divisions short of motive 
power, and necessitate the available engines ca ooms 
duty. The passenger engines run by engineers M. L. Rose, 
John Kinsila and N. Taft on trains 5, 4,1 and 8 on the 
Delaware division are all blocked in the round house, as is 


also one of the engines of the Orange My expres over 
the Eastern Division.—Port Jervis (N. Y.) Gazette Decem- 
ber 12. 

24 O'clock. 


The train for New York on the Northeastern Railroad 
now leaves Charleston at 24:45 o’clock, according to the 
time-table. The North-bound train from Jacksonville leaves 
that city at 13:30, and arrives at Savannah at 19:30. The 
train for Charleston leaves Savannah at 19:50. The rail- 
road agency at the Charleston Hotel is now run on this new 
hours, and has kept up with the procession by 
cutting out 12 new couples of figures, so as to make the old 
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timepiece do the double duty required of it.—Charleston 
(S. C.) News and Courier. 


A Turkey Train. 


On Sunday, Dec. 23, a special train will start from 
Hunter’s Point on the Long Island road, carrying several 
officers of the road and 2,000 turkeys. The purpose is to 
run over the whole length of the road and to distribute the 
turkeys to the married employés for their Christmas dinners. 





ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 


Alabama Great Southern 
Allegheny Valle 
Alliance, Niles & Ash.. ee 
Ashtabula & Pittsburgh 495 
Atchison,To: — & dn ald Fe.7, 246 






















Atlanta & Point.2.... 00. 568 ‘270, 2 
a & Pacific shacesaeseces 340 Shore & West. 300 

& Knoxville........... 356 & Texas...... 231 
Baltimore et Sind ths cavcannee TH 


167, 230 
timore & Potomac.......... 6 
Rangor & —e 
Boston & Alban 


I 
Boston, Concord & Montreal," 
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Louisville & Nashville 510, re iy 2 
Maine Central 
Manchester & Lawrence 
Manhattan 


Wisconsin Central 
Woodstock 

Worcester & Nashua. . 
York & Peachbottom... 





- "90 
1, 755 








Hartford & Connecticut Valley. 


This ror ye owns a line from Hartford, Conn., to Fen-| 


wick, att 

The statements are for the year endin 
The present company succeeded to th 

Co. through foreclosure. The capital stock, which repre- 

sents the first-mortgage bonds of the old company, is $800,- 

000. There is no bonded debt. The road is now controlled 

ia the interest of the New York, New Haven & Hartford. 
The earnings for the year were as follows : 


e mouth of the Connecticut River, 46.2 
Sept. 30. 


miles. 





1882-83. 1881-82. Inc. or Dec. P.¢, 
Passengers.......... .$115,672 $102,699 I. $12.973 12.6 
raise daciacne an 90,794 77,930 I 12,864 16.5 
BN, C00 ns cactsccesk See 15,244 D. 6,255 41.5 
Total... ..... ......§215,455 $195,873 I $1,582 10.0 
ere 200,085 195,083 I 5,002 2.6 
Net earnings........ $15,370 $790 i $14,580 cee 
Gross earn. per mile.. 4,664 4,240 L. 424 10.0 
Ne i a 333 at 316 oka 
Per cent. of eyps..... 92.87 99.60 D. 6.73 


The net earnings were applied to payment of floating 








e Connecticut Valley | 


| DECEMBER 21, 1883 


Both gross and net earnings last year are the largest ever 
reported by this road. 
The income statement is as follows: 


Net SaeRNGR 08 ehovd poNGah airy AEA Drei Seta k iia’ $1,001,275 
fo eee a hy $209,059 
PERG a cro abaccdsnscbstatca’ whdlescercaee 282,466 
Dividends, 4 per cent............. secccessecce 0 
—-—— = 891,525 
NE TP GA ROG i, 555: iisiwnics ndandonaee ean $109,750 


Four quarterly dividends of 1 per cent. each were paid, 
the company having last vear divided a surplus among its 
stockholders for the first time in its loug history. 

It is understood that no rental was paid to the Brooklyn 
& Montauk Co. for its road on account of the large amount 
due from that company for betterments made on the line. 





Richmond, Fredericksburg & Potomac. 


This company owns a line from Richmond, Va., to Quan- 
tico, 83 miles. The following statements for the’ year end- 
ing Sept. 30 were presented at the recent annual meeting in 
Richmond. 

The equipment consists of 15 locomotives; 16 passenger. 
2 postal and 6 baggage cars; 51 box, 44 flat, 1 coal and 9 
caboose cars; 18 service or road cars. 

The earnings for the year were as follows: 











































































































































































































: = slat 1882-83. 1881-82. Inc. or Dec. +8. 
Boston & Lowell. . debt, improvements of the road and similar purposes. | Transportation....... $462,182 $437,516 30,666 “6 
Boston & Providence ‘ $ 773 L Isl d MD inkthessvns. ixees 2.339 2,359 40 1.7 
Boston, Rev. Beach & Lynn.106, 255 ong | sti ana. ———e - _ —_— 
Cedar Rapids & No....... 262 amen ey $470,581 $439,875 I. $30,706 7.0 
Camden & Atlantic.............- 17% New London Northern......... This company owns a main line from Hunter’s Point, N. | Expenses............. 276,180 267,331 si. 8,849 3.3 
Canedian”Governniai Roads, 21g rf Y., to Greenport, 95 miles, with 87 miles of branches. It — a a 
Central Branch Y. leases the Flushing & North Shore, the Brooklyn & Mon- | _ Net earnings....... $194, 401 $172 2, 44. $21,857 12.7 
gentral ire Georgia. ¥-,Ne tauk anid other branches, 172 miles in all, making 354 miles oo earn’s p. mile.. hy — 5. a : a 12 0 
Sentral Towa.......... ew sees worked. Its system includes all the railroads on Long! 5; ase i Rp ~s 
Fo pater Se 513 'd)4 | Island, except a few short lincs at the western end. The | Per ct. of expenses... 58.69 ae. a wave es? 
‘Y.; Susquehanna & Western.356 ' report is for the year ending Sept. 30. The increase in both gross and net earnings was very con- 
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folk & Western.. 

Ches: heastern (S. C.) 
Cc peago o& ay 122,142 Northern Central . 
Chicago, Bi & Qatees .2 ". ‘198, — Northern (New Hampshire). 3 
Chicago & Easter L Aaa aon MOET POGIMS. .. ..ccsccccee 63 
Chi., Mil. & St. Paul. 8.6 263, 285 rthwestern —— a ae, 5 seca enw 495 
Chi. & Northwestern.......... Norwich & Worcester.......... 773 
Chi., Rock Isiand & Paci 340, “3 Gepensbere & L. ee” -407 
Chi.. St. P., Minn. Snake . 586 Sale © tral 62' 
Chi. & West —e- 75 Ohio & “Mississippi 
Cincinnati & Eastern..... . 63 Old y 
Cincinnati, Ham. & Dayton Oregon Improvement Co.. 
Cin., Ind., St. Louis & Chi......653 Oregon Ry. & Nav apation Co 73 
Cinelnnati, N. O. & Tex. Pac..39, 305 Oregon & Transcont. Co.. 511 
Cleve., Col., Cin. & Ind... Pacific Mail Steamship Co.. ‘ | 
Cleveland & Pittsburgh. ER ee 231 
Columbia & Greenville Pennsylvania Company... 4u4 | 

Pennsylvania & N. Y............ 73 | 


monet Hocking Vy. ‘& Toi.705 

A cakunvssashechensoaee anne 356 Pennsylvania » ERY .150, 154 
Connecticut Minor Railroads..824 Peoria, Decatur & Evansv ville. 652 
Conn. & Passumpsic Rivers....605 Philadelphia & Reading.. 2% 















Phila., Wil. & Baltimore... 
rege Cin. & St. Lo 
, Ft. Wayne & Chi.. 
Pittsbu h & Lake i onnes 40 
Portland & Ogdensburg..... ... 1100 | 
Portland & Rochester. ......... 100 | 
Port Royal & Augusta.......... 723 
Providence & Worcester ....... 14 
Pullman’s Palace Car Co.. 705 
Richmond & Petersburg .824 
Rochester & Pittsburgh. - 41 
| 2a aed .511 
it. Joseph & Western 477 | 
St. L., A oom & Terre Haute ...651 
"Aaya aa 652 
St. Louis, Iron Mt. & So... .167, 231 | 
St. & 197 


sco. 

St. L., rentales Terre Haute. oe 
St. Paul & Duluth ............... 
St. Paul, ‘inn ‘ Manitoba 510, ‘630 
Savannah, Florida & West 
Sioux City rs  aoenee sonny 
South 








jusse x 

Terre Haute & L AAGONS... 
Texas & Pacific.................. 
Toledo, Ann Arbor & Gd. Trk..510 
Union Pacific . . 164 
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‘Navigation Gaion Telogray 
West Va. Genial & Bittsburgi21s 
Wilmington & Northern,.,,, .568 





AUTOMATIC SAFETY SWITCH STAND, 


During the year there was an increase of three miles in 
the branches owned, and a decrease of one mile in branches 
leased, making a total increase of two miles in the road 
worked. 

The general account is as follows: 
ake Cas Sas on KERRiwen J5bedsewenruasteneeueas sean 
NOME << 5.05s.s000c0siesacer 
Unfunded debt, current accounts, ete 
Contingent liabilities for leased roads 









I as 5x © cnas 0000 \aenseseeces Ova. ssauns 
. | ee ee eee 
| Road and equipment................-... eae 741,771 
Cost of leased lines. 1,349,622 
Due from other roads........ ‘ 843,841 
DC cnceckatees («abe asanaue 67,139 
III. ok cc cdie Sac Scab sks wbiiedleek 1,355,742 
7 Mee te ee ge ea 98,92 


5 | 
} 


17,457,036 














The coutingent liabilities are for bonds of leased roads | 
guaranteed; they are offset by the cost of leased lines on the | 
other side of the account. 

The traffic for the year was as follows : 

1882-83. 1881-82. Increase. P.c. | 

Passengers carried.. 9,024,370 8,878,453 145,917 1.6 | 
| Passenger-miles.... 91,166,204 83,867,296 7.298,968 8.7 | 
| Tons freight carried. 416,153 386,260 29,893 » Pe | 
| Ton-miles......... .. 16,249.111 14,558,981 1,690.130 11.6 
| Av. rate : 
| Per passen egpern 2; = cts. aA ANE 

Per ton- —e.. SR rrr en : 

The average passenger journey last year was 10. 10 miles : 
the average freight haul was 39.05 miles. The road has a 
very large businessin suburban and pleasure travel, the great 
majority of the passengers traveling only short distances. 
The business is entirely local. 

The earnings for the year were as follows: 

1882-83. 1881-82. Inc. or Dec. P.c. 

Passengers. ......... $1,695,177 $1,608,771 I. $86,406 5.1 
Freight SaWeesicdeve Seb 718,743 634, 698 I. 84,045 13.3 
TTT 218,184 114.023 I. 104,161 91.4 
Miscellaneous.......... 2, 59,565 D. 6,580 11.0 
| SPR ee $2,685,089 $2 417, oH I. $268,032 11.1 
DRI soc voc ccasss cd 1,683,814 1 576,174 I. 107,040 68 
Net earnings ...... $1,001,275 ee 283 I. $160,992 19,2 
Grass earn. per mil 7,585 I, 718 10.5 
Net earn, per mile... 2, 2.887 I, 441 18.4 
Per cent, of exps . 62.71 D, i pee 

















siderable, while the increase in expenses was comparatively 
small, 
The income account was as follows: 








ee SE: GE COI So vc ncn cada cucuvcadeascsebes $194,401 20 
| Ba a ae ee $57,349.82 
Dividends on guaranteed stock........... 34,835.00 

— 92,184.82 

Surplus for stock, Ct6 .........cccccsccccccccscccescs $102,216.38 38 


For the previous year the surplus was $76,839.33, show- 
ing an increase last year of $25,377.05, or 33 per cent. 

The President’s repoit says: ‘* This increase of profit war- 
rants an increase of dividend, and it is hoped that a rate 
of at least 5 per cent. per annum can hereafter be made. 

‘* The control of more ground to accommodate the rapidly 
increasing freight traffic of your road having been thought 
desirable in February last, a purchase was made of about 
| 1,035 tt. frontage on both’ sides of the track adjoining the 
| Broad 1 street (Richmond) depot property on the north, for 
| 7,0 
| ‘In order to furnisb business and increase the receipts of 
| the road during the dull period of the sammer months, and 

also to provide a supply of water for locomotives ina suit- 

able locality, the company bought 210 acres of land near 
| Ashland for $8,038 and expended about $2,500 thereon in 
|making a large pond, building a pavilion and _ otherwise 
adorning the grounds to attract excursionists. The added 
receipts during the excursion season testify to the wisdom 
of this investment. 

‘‘ During the year the company has sold several lots of 
ground, which it could not use. which yielded no revenue, 
and upon which it was compelled to pay taxes. 

‘In July last a decision was rendered in the Circuit Court 
of the city of Richmond sustaining the action taken by you 
at your meeting of Nov. 16, 1881, authorizing the issue of 
dividend obligations. From this decision an appeal has 
been taken to the Supreme Court of this State.” 








New York, 


This company owns a line “from Providence, R. L., ta a 
ton, Conn., 621¢ miles, with a branch to Warwick, R. 

9%" miles, making 72% miles inall. There are 58 miles o 
second track and 12% miles of sidings, making 138}¢ miles 
of track, of which 11544 miles are laid with steel. The 
company also works under contract the Pawtuxet Valley 


Providence & Boston. 
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Branch, from Washington, R.1., to Hope, 11 miles. The 
report is for the year ending Sept. 30. 

The equipment consists of 30 engines; 42 passenger and 
12 baggage cars, and 12 baggage-crates; 162 box, 125 flat 
and 97 coal and gravel cars. The company also owns its 
proportion of 13 passenger and 2 baggage cars used on the 
steamboat train between Boston and Stonington, and of 19 
passenger, 10 parlor,8 sleeping, 2 postal and 9 baggage 
cars on the Shore Line between New York and Boston. 

The general account is as follows, condensed: 


SABO idiss ahessdas Scenics < Gdaannmadonseet vices oneal $3,000,000.00 
Prumded Game iivisk. 5in3. Sed idiide BEF Gkactoct toed -300,000.00 
ee ear ae 789,499.27 
NONI, ger, 64 2499-00 cesnbentsads bees . «2 2++-$3,089,499.27 
Road and extensions... .. ... ........ $3,844,533.92 
Steam ferryboats........ Pee 
Stock, Prov. & Ston.S.S.Co ...... .. 804,900.00 
. Narragansett Pier R. R.......... 15,000.00 
~ Wood Biver RR. Be osiccs. codes its 20,000.00 
Materials and supplies.... ...... .... 89,425.72 
Cash and cash assets........ 62... -00.0- 158,499. 


62 
—_——_-——. 5, 089,499.27 
In addition to the property already named the company 
owns, as shown in the accounts, two steam ferryboats; also 
a controlling interest in the Providence & Stonington Steam- 
Tia whose lines run between Stonington and New 
york. 
The traffic for the year was as follows: 





Train miles: 1882-83. 1881-82. Inc. or Dec. P.c. 
Passenger..... ..... es 248,057 431,731 I. 116,326 26.9 
WE intols denied’ Tsu 143,468 148,951 D. 5,483 3.7 
ee ee 66,205 60,671 I. 5,534 9.1 

eee 757,730 641,353 I. 136,377 18.1 
Passengers carried.... 1,167,912 1,026,495 I. 141.417 13.8 
Passenger-miles..... .. 27,016,757 23,836,502 I. 3,180,255 13.3 
Tons freight carried .. 413,001 394.631 I. 18,370 4.6 
OS oo. hess. cei 15,584,287 14,700,005 I. 684,282 4.7 

Av. train load: 

Passengers, No........ 49 55 OD. 6 10.5 
Freight, tons.......... 107 99 I. 8 81 


Of the passengers carried 220,581 were through, 730.029 
local and 217,302 commuters. Of the freight carried 255,- 
642 tons were through and 157,359 tons local. On the 
Pawtuxet Valley road (not included above) 128,835 passen- 
gers were carried 1,378,473 miles, and 56,365 tons of freight 
were moved. 

The earuings for the year were as follows: 











1882-83. 1881-82. Inc. orDec. P.c. 
Passengers ........... $598,766 $562,001 I. $36.765 6.5 
WINN 50 Cake sixes sabe 450,613 432,808 I 17,805 4.1 
Mail and express...... 46,767 47,112 D. 345 NAY: 
Rents, etc...... sasdas Sane 12,519 I 6.654 5.3 
Net, Pawtuxet Vy. Br.. 18,126 11,210 I 6,916 61.7 
eee $1,133.445 $1,085,650 I. $67,795 6.4 
Expenses... ....... 714,305 690,5 x: 23.734 3.4 
Net earnings . $419,140 375,079 1. $44,061 By 
Gross earn. per mile. 15,661 14,724 I. 937 «6.4 
Net Ne wa 5,794 5.182 I. 612 11.7 
Per cent of exps ... 63.2 64.80 D. 1.78 é 


The expenses include $30,026 for taxes and $15,532 for 
extraordinary renewals and improvements of road and equip- 
ment. No dividends were received on the steamboat stock. 

The income account was as follows : 





We CRIN BEGG .0<. chwctepnddavsninaceatbocais $419,139.48 
Interest, balance of account............. $80,286.20 
Dividends, 8 per cent ...... .....2-. sees. 240,000.00 

——- 320,286.20 

aciies Bat UG DOE 605 9555: abhi de sedins mdacaen $98,853.28 

Cash agnene, 008: 2 BE oo ei aes ... . 228,091.46 

tease cpp eet te} en! $326,944.74 
NOW COUN Ss 66.5 os fcc cwecedissavabes $78,632.97 
Real estate, second track, ete............ 89,812.15 

————._ 168,445.12 

Cash assets, Sept. 30, 1883......... .....20. s-- $158,499.62 


There were used in renewal last year 2,000 tons of steel 
rails. The report says: ‘‘There has also been expended 
for construction, equipment, real estate, second track from 
Stonington to Mystic, and iu other improvements, the 
further sum of $168,445, 

“The item of $6,472, for Union Block Signals between 
Providence and Auburn is a judicious and necessary outlay, 
on account of the large number of trains to and from the 
Pawtuxet Valley and Warwick branches, in addition to the 
regular trains on main line. The signals are automatic, and 
so far have given entire satisfaction. 

“*The expenditures for real estate include the interest of 
the A. & W. Sprague Manufacturing Co. in the company’s 
property at Harbor Junction ; also a plot of 1% acres, ad- 
joining the road just west of Acorn street, and to which it is 
intended to remove the engine house from its present loca- 
tion at no distant day, and some minor purchases for gravel 
pits and turnouts at other points along the line. 

‘* At Harbor Junction, the company now owns, free from 
all incumbrance, about 30 acres of upland, and 60 acres of 
flats, extending more than 600 feet on the harbor line; all 
within the Providence city limits. 

‘There bas been expended during the year for new 
rolling stock the sum of $88,633, less $10,000 received from 
the sale of five old engines, which were worn out and 
utterly useless for the business of this road. 

‘‘As will be seen, the work done showsa constant increase. 
The total mileage of all trains is 116,377 in excess of last 
year; number of passengers carried is 141,417 more, and 
tons of freight 18.370, all being done without injury to pas- 
sengers or damage to property; for which result we are 
again indebted to the watchful care of the Superintendent 
and his subordinates. 

‘‘In our last report reference was made to the proposed 
bridge across the Thames River at New London, including 
a brief statement of what had been done in the way of neces- 
sary legislation, and what still remained. We have now the 
pleasure to report that all legal obstacles have been removed, 
Congress at its last session having passed a bill authorizing 
the construction of the bridge, on plans to be approved by a 
board of Government officers, to be appointed by the Secre- 
taries of War and Navy. In accordance with the Act of Con- 
gress, the board was appointed, and convened at New London 
in July last, and after a long and patient hearing of all the 
evidence against the bridge which could be produced by its 
opponents, and the arguments of counsel on the same side, 
the plans submitted were approved, and we were authorized 
to go on with its construction. The right to build the bridge 
being vested in this company alone there now remains only 
a satisfactory arrangement with connecting lines fur their 
interest in it, and its use when completed, negotiations for 
which are in progress, with a fair prospect of success. 

“‘Tmprovements of terminal facilities at Providence re- 
main in statu quo ; but the commission still has the matter 
under consideration, and it 1s hoped will succeed in devisin 
some plan for this great and much-needed work, which shal 
prove acceptable to the railroads as well as to the city.” 


New York Central & Hudson River. 


The annual report of this company to the New York 
Railroad Commission for the year ending Sept. 30 last, 
which is the only report which the company makes public, 








has —_ issued, and from it the figures given below are de- 
rived, 
The road worked is as follows: 


Miles. 

Main line, New York to Buffalo ..............-2. eeeeeees -75 
Branches owned .. eves t edie as bdbbanbh kee eave dh oe .99 
Brauches leased.... .......... ba aieaist RS aaiethwne Sraiee anda 244.55 
Total road worked......... ...... ceseccaneeeeeeeeee “993.29 
Second, third and feurth tracks ..................es2005 «- 1,124.57 
Pisa vsrisct «stead xvas suse a dewedise Leena ease sins . 567.02 
Total mileage of track .................. cece sees 2,684.88 


The mileage of road worked and of second, third and 
fourth tracks was not changed during the year; there were 
27.37 miles of new sidings built, making an addition of 
27.37 miles to the total mileage of track. 

The equipment owned at the close of the year, as com- 
pared with that in use a year before, was as follows : 








1882. Increase. 

Locomotives 632 23 
First-class passenger cars... 341 20 
Dining cars StRS 2 
Second-class and emigrant cars....... 97 97 “ 
Baggage, mail and express cars..... . — 158 18 
Total passenger train cars....... 636 596 40 
Wunlght Gai. 556 .oeies see Jl esc ised 25,511 24,565 946 


This is 0.66 locomotive, 0.64 passenger-train car and 
2.57 freight cars per mile of road worked. 

The company owns 5 grain elevators, having a total 
capacity of 3,450,000 bushels, which was not increased dur- 
ing the year. 

The general balance sheet at the close of the year is as fol- 
lows, somewhat condensed: 







Liabilities : 
Capital stock... .. $89,428.300.00 
Funded debt.. . 49,997.232.33 
Unfunded debt.... ... 4,689,242.71 


J 16,127,199.35 
Be dts acy Fy Paral ety 9+ Sade 2 $160,241,975.39 





Total 
Assets } 
Se Reet $114,731,917.59 
Consolidation certificatcs representing add. cost 
of road to this company.... .........20. sesseeee 31,157,994.00 
Hudson River bridges .............-...+00+ «ee. 1,914,951.94 


TRONS CONING soni stated no oste. dgecnecqananesceessesc,, Se 
Dunkirk, All. Vy. & Pitts. R, R...... fos nescosescsece 2,920,621.09 


Geneva & Lyons R.R......... .....cee--eeeee ra 331,889.93 
Advances on Harlem construction account....... 317,993.40 
Stocks and bonds owned.............. cssseceeeeee 3,179,919.77 
Fuel and supplies on hand.............--..-e0000+ 1,8°4,569.45 
EEG ebhcans dngébed<opsesnescbinrceaneas se 376,374.31 
eaaes DI... bo0.4. Liiuhseids a cebdvitndstde deaee 1,098,419.75 
Connecting railroad and other balances ......... 690,413.20, 
United States EA inuntenee S SETS erases’ 2x 186,297.76 
Equipment Harlem line ................-- sowet 494,394.22 
Sucdry open accounts.... .......... «. not eaeeaiela ud 32.803.62 

DO eritissceckaevnsssenninwabseubindas. seed $160,241,875.39 


The amount of capital stock remains the same as last year. 
The funded debt shows an increase of $1,524,200, of which 
no further explanation is given beyond the statement in 
the profit and loss account that there was received $735, - 
150 for premium on bonds sold, which would be about 48 
per cent. on the increase. 

Unfunded debt, which includes the current accounts and 
balances, etc., shows a decrease of $565,127.22 during the 
year. There is no floating debt proper, the current balances 
making up the whole amount. 

The company now bolds none of its own stock; last year 
it held $184,200, which has apparently been sold, account- 
ing for the $46,764.50 premium on stock which appears in 
the profit and loss account. | 

Notable changes in the m!nor accounts are large decreases 
in cash on hand and in the balance due from the United 
States, and large increases in the station and connecting 
railroad balances. 

In the stocks and bonds owned there was a decrease of 
$189,000 in Syracuse, Geneva & Corning bonds, and 
increases of $483,900 in the Merchants’ Dispatch: $10,000 
in Pittsburgh & Lake Erie, and $310,287.83 in Morris Run 
Coal Co. To this account there was added also during the 
year $110,000 Lamoille Valley Extension bonds. 

The increase in cost of road and equipment during the year 
was $1,974,982.05. This was made up as follows: 


CaeeRiis GE MHRNOEEG «os sic dsincéscccccdccnsccdees $456,058.79 
Bridges ..... sce \dbakeohnsebe 06 6: bepennenes 153,913.95 
Superstructure, 27.37 miles additional sidings 95,795.00 
BINGE aca ccccccccccinn s600000e060b00000%00! Sees 329,141.30 
Land damages and fencing... ............0..005 os 94,578 06 
Engineering and agencies............. .. Be Oo 5,562.50 


Total construction $1,135,049,60 
Locomotives, 23 
Twe dining, 20 passenger and 18 baz- 

gage cars 
New freight cars, 946 


165,600 00 
492,632 45 





865,232.45 
$2,000,282.05 
25,300.00 
$1,974,982.05 
The chief item is the elevated road through Rochester, for 


which $740,678.15 was charged under various heads. 
The traffic for the year was as ‘follows: 





Net increase in cost of road 











Train miles : 1882-83. 1881-82. Inc. or Dec. P.c. 
Passenger. ... 5,801,461 5,448, L. 352,532 6.5 
Freight... .... 11,038,556 10,912,064 I, 126,492 1.2 

Total....... 16,840,017 16,360,993 I. 479,022 2.9 
Passengers, 

through.... 168,584 207,496 D 38,912 18.8 
Passengers, 

local........ 10,578,341 10,101,483 I. 476,858 4.7 

ee 10,746,925 10,308,979 I. 437,946 4.2 
Passenger- 

ae PTS 429,385,561 432,243,282 D 2,857,721 0.7 
Tons freig 

through 1,813,320 2,106,707 D. 293,387 13.9 
Tons freight, 2 

een 9,079,120 9,223,686 D 144,566 16 

Total. ..... 10,892,440 11,330,393 D. 437,953 3.9 
Ton-miles.. ..2,200,896,780 2,394,799,310 D. 193,902,530 8.1 
Av. train load: 
Passeng., No. 74 79 ~=~*Dz~ 5 6.3 
Freight, tons. 199 219 D. 290 9.1 


The usual classification of freight is given as follows, i 
tons: Products of the forest, 829,815; products of animals, 


757,401; vegetable foud, 2,742,620; other agricultural prod- T 


ucts, 565,101; manufactures, 1,359,227; merchandise, 
1,715.245; other articles, 2,923,031. The decrease in ton- 
nage was in products of animals, manufactures, merchan- 
dise and other articles. As stated more in detail, there was 
an increase in flourand lumber; small decreases in grain, 
live stock, oil and coal, and large decreases in iron and iron 


ores. 

Of the tons carried througb east-bound formed 13 per 
cent.; through west-hound, 3; way east-bound 51, and way 
west-bound 33 per cent, 
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The average passenger journey last year was 40 miles, 
and the average freight haul 202 miles, against 42 and 211 
miles in 1881-82. 

The earnings per train mile and per unit of tratfic were 
as follows : 





Per passenger train mile ; 1882-83 1881-82 Increase. P. c. 
pe eee $1.47 $1.43 04 2.8 
TEEPORSOB «6020s vocsccenpesecs 0.96 0.92 4.3 

Net earnings .......... $0.51 a” ~~ — “wanes 

Per freight train mile: 

OEE Te a 1.82 1.62 $0.20 12.3 
RDPORGRG. 0.06. 005.060 sctsceeges 1.37 1.31 0.06 4.6 
Net earoings............. $0.45 $0.31 $0.14 45.2 

Per passenger mile ; 
ne rr rt ter 1.98 cts. 1.80 cts. 0.18 ct. 10.0 
Expenses..... oapess seeccene ia” Aaa” Ge” tae 

Net varnings......... ..-. O68ct. O65ct. O.03ct. 4.6 

Per ton mile; 
rrr 091“ 073 “ 0.18 * 24.7 
MG sic iia odd vss0ass 0.68 “ 060 “ 0.08 “ 13.3 

Net earnings.......... . 0.23 et. 0.13 ct. 0.10 ct. 76.9 


The increase in earnings per ton-mile was remarkable, 
nearly 25 per cent., and accounts for the increased;freight, 
earnings on a diminished tonnage. The loss in tonnage was 
almost entirely in through freights,the local tonnage differ- 
ing but little from that of last year. This partly accounts 
for the iacrease in the average rate. 

The earnings for the year were as follows: 

882-83. 1881-82 





2. Inc. or Dec. P.c. 
Passengers........ $8,526,843 $7,816,519 I. 710,324 8.1 
i. ee 20,142,433 17,672,252 I. 2,470,181 14.0 
TIRE, ness pesverts 690,4 684,689 I. 5,780 0.8 
SE dia Saban 0ac0 1,263,5 1,305.560 D. 41.974 3.2 
Car service........ 996.334 1,067,115 D. 70,781 6.6 
Telegraph......... 7,912 ,228 D. 1,311 14.4 
Interest........... 493,630 272,874 I. 220,756 8.9 
Use of road... ... 306.915 291.424 I, 15,491 53 
Other sources..... 1,342,600 1,509,125 D. 166,525 11.0 
Weted 6H bs. $33,770,722 $30,628,781 I. $3,141,941 10.3 
Expenses.......... 20,759,594 19,395,974 I. 1,354,620 7.0 
Net earnings ... $13,020,128 $11,232,807 I. $1,787,321 15.9 
Gross earn. per 
MR cntssasaceae 33,999 30.8236 I. 3,163 103 
Net earn. per mile 13,108 11,309 I. 1,799 15.9 
Per cent. of exps. 61.44 63.32 D. RB. yeas 
The gross earnings last year were the largest in the his- 


tory of the road. 

It will be remembered that this ‘ompany includes in its 
gross earnings the whole amount received for car service, 
and includes in its expenses the whole amount paid, thus 
differing from the usual custom, which is ty charge or 


-| credit, as the case may be, only the difference between the 


amounts paid and received. 
The result of the year’s operations was as follows: 








1882-83. 1881-82. 

Net earnings........ ..-.-. . $13,020,128 $11,232,807 
OES TES OT NESE SEN Ne Fred $3,432,308 $3,250,101 
Rent of Jeased lines.... ....---...... 1,937,528 1,97.5?8 
State tax oncapital ................ 178,489 178,489 
State taxon earnings............... 144.647 122,785 

Datel CRA is ook nse wcdcsnnecsascn $5,692,972 $5,488,903 
Surplus for dividends................ $7.327.156 $5.743.904 
Dividends paid, 8 per cent .......... 7 148,132 7,145,513 

Surplus or deficit.... ..-........ S., $179,024 D., $1,401,609 


The dividends paid in each year were four quarterly of 2 

r cent. each, making 8 per cent. in all. 

The surplus revenue last year was $8.19 per share, 
against $6.42 in the preceding year. 

The profit and loss account for the year was as follows : 








Gausnies. Gemk, BD, IBD «00. 002000 .c0ccc0ves ve0ree $15,341,055.84 

Promiens -Z I c6ic Shaders rbiugede seprtare 735,150.00 

' BOG ncn sticn cvccccseveoeves 46,764.50 

ee... casccriepesbied 00d 3006s eeotgebeensé $16,122.970.34 

State tax on capital and earnings...........-. «... 174,794.99 
5 55i5 cbbsah ess dbbbWe Rae sessveeses $15,948.17 


175 35 
bind nsek S00 ehsanne, a0 179,024.00 


Surplus earnings for the year 


Surplus, Sept. 30, 1&83 $16,127,199 .35 

The average number of persons employed was 15,355, 
against 15,380 the previous year. The number last year 
was 1514 per mile of road worked. The total amount paid 
in salaries was $8,401,208, or an average of $547 per man, 
against $527 per man in the previous year. 

The amount thus paid for personal services was 40.5 per 
cent. of the total working expenses, or 24.9 per cent. of the 
gross earnings. That is, about one-fourth of the total re- 
ceipts of the company were required to pay the wages of 
the persons in its service. 


Richmond & Allegheny. 


This company owns a line from Richmond, Va., to 
Lynchburg, 230 miles, with a branch from Balcony Falls to 
Lxington, 20 miles. It leases the Henrico road, from 
Lorraine to Hungary, 11 miles, making 261 miles worked. 
The road was built on the line of the old James River & 
Kanawha Canal. The statements below for the year ending 
Sept. 80 were presented at the annual meeting last week. 

he stock is $5,000,000. The bonded debt consists of 
$4,925,000 first-mortgage 7 per cent. bonds, $974,000 sec- 
ond mortgage 6 per cent. bonds, and $97,000 construction 
bonds. -nterest is not paid, and the road is now in the 
hands of receivers, pending proceedings in foreclosure. 

The earnings for the year were as follows : 








1882-83. 1881-82. Inc. or Dec. P.c. 
Wrol@ht......-...-2++-- $371,782 eee were eee eens eee 
Passages hatccval EEE abesctetsd *"  sucbevesds pu Es 
Express .. ......--++- 17,089 chawitmiinch as 
Rents, etc......----- .. 78,466 Savasceces — sae- eee ss see 
“eoshasanen 635,327 $548,658 I. $86,669 15.8 
wages. S thgeebestes $00. 305,405 I. 11,405 29 
Net earnings...... $228,427 $153,163 IL. $75,964 49.2 
oe, oan 2195 1. 339 119 
vi r mile. 875 bs . , 2.7 
Per el ol caeente. 64.05 72.23 6D. EB + ces 


rried last year 157,921 passengers and 308,5: 
mM . Of parte iy Of the freight 118.705 tons were received 


at Richmond, and 45,832 forwarded from that city. 
Tbe income statement is as follows: 





+ gg 8228427 
: Hie 
11,046 
——- 58,222 
Surplus........-ceeeceeeeee ceeeere ceeeeceeteee « . . $170,205 
No interest was paid on the bouds. The surplus as given 
above is 2.84 per aah. on the bonded debt. e@ road thus 


d last year about 41 per cent. of its yearly interest 
rn The net earnings, it is understood, were chiefly 
expended in improvements of tbe road, 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful tohave any act of the kind reported to 
this office. 

Addresses.—Business letters should be addressed and 
drafts made payable to THE RAILROAD GAZETTE. Com- 
munications for the attention of the Editors should be 
addressed EprroR RAILROAD GAZETTE. 











Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published, 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this jaurnal for pay, EXCEPT IN THE ADVERTISING COL- 
umns. Wegive in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
anil imoneyor in avueitoretion of advertising patronage. 








THE NEW YORK CENTRAL REPORT. 


The report of the New York Central & Hudson 
River Railroad for the year ending with September 
last is satisfactory, as showing a large increase in 
gross and net earnings over the previous year, and the 
largest gross earnings in the history of the road ; but 
decidedly unsatisfactory as showing a decline in 
traffic, which, in the case of freight, is after a decline 
in the previous year, In passenger traffic the decrease 
is very small (less than 1 per cent,), and, as in 1881-82, 
the passenger traffic was much larger than ever before, 
it cannot be said that last year’s passenger traffic was 
unsatisfactory. It was, indeed, quite the contrary ; the 
decrease was wholly in through passengers, and there 
was an increase in the local travel and a very large 
increase in the average rate per passenger mile, which 
was doubtless due not only to a greater proportion of 
local travel (which on this road pays little more than 
through travel), but to a better maintenance of 
through fares, The result was larger passenger earn- 
ings than the road has ever had before. The decrease 
in freight traffic, however, was large (8 per cent,), but 
it was also chiefly in through freight, and in all prob- 
ability was due to a diversion of traftic to other roads 
—to the new Lackawanna road, which took a very 
considerable amount of low-class west-bound freight 
during most of the year, and to the Erie, which in- 
creased largely its west-bound through freight in the 
jast three months of the year. But here, again, a 
higher average rate enabled the New York Central to 
increase its freight earnings in spite of the reduced 
amount of traffic, though it did not make the freight 
earnings equal to those of 1880-81, and much less to 
those of the phenomenal year 1879-80. 

The year which is covered by the report was not, 
generally speaking, one of great industrial prosperity 
and growing trafiic, but it was one in which much 
larger quantities of farm products were shipped than 
the year before, and rates were much better main- 
tained during it. Indeed, for no less than nine 
months of the fiscal year 1881-82, the heavy and 
usually profitable through west-bound traffic from 
the seaboard was carried at war rates, and for five 
or six months of it the heavier east-bound traffic was 
also carried entirely without profit, and through pas- 
senger rates were also terribly demoralized for some 
months. Thus the year compared with was so bad a 
one that a very considerable improvement was neces- 





sary to make a fair showing, as may be seen by the | 


fact that the profit per share of stock, which was’ 
$11.82 in 1880, and $8.82 in 1881, fell to $6.42 in 1882, 
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and the improvement of last year has sity ania it 
up to $8.19. 

Special circumstances have worked against this 
road for a few years past. It was and is the largest 
carrier of through traffic, and. there has been such a 
construction of new roads and redistribution of old 
ones as to increase the competition for this traffic. 
The Grand Trunk and the Erie have but recently 
extended their control to lines in the West; and 
the Lackawanna has come in as a wholly new trunk 
line. The great growth of the iron industry and the 
increase in coal production were of enormous benefit 
to the three trunk lines further south, but of com- 
paratively little to the New York Central. There has 
been especially increased competition for the New 
England traffic of late years, this having been before 
the great preserve of the New York Central, while in 
it now the Pennsylvania and the Erie, as well as 
the Grand Trunk, have a considerable business, 

The course of traffic on the New York Central for 
the last 15 years may be traced in the following table, 
in which the figures are for the number of millions of 
passenger and ton miles: 





Ton Pass. Ton 

Year. miles miles miles. 
1868-69 606.5 | 1876-77 ..-316.8 1,620.0 
1869-70 788.7 | 1877-78.....,.. 300.3 2,042.8 
1870-71 905.9 | 1878-79.....,.. 291.0 2,295.8 
1871-72 1,042.0 | 1879-80........330,8 2,525.1 
1872-73 1,277.5 80-81 ...,,.. 73.8 2,646.8 
187% ~74... 1,391.6 | 1881-82.. 432.2 2,394.8 
i’ ee 1,404.0 | 1882-83........ 429.4 2,200.9 
1875-76........ 353. 1 1,674.4 


The passenger traffic, as we have said before, was 
much larger last year than in any year previous to 
1882—15 per cent, more than in 1881, when it was 
larger than in any previous year. But the freight 
traffic was not only less than last year, but it was 
smaller than in any other year since 1878 and was 16% 
per cent. less than in 188i, This is noticeable not only 
because unprecedented in the history of this road, but 
because it is very unusual in the history of American 
railroads generally. Freight traffic sometimes stands 
still, as it did on Erie for four or five years before 1878; 
it sometimes falls off a little from a good year to a bad 
one ; but it rarely declines as much as one-sixth in two 
years. We see that the New York Central itself 
during the years of stagnation in business from 
1874 to 1877 inclusive made some gain in 
freight traffic in every year but one, From 1869 
until 1882, indeed, there was a decrease in only one 
year—1877--and that was but 54 millions of ton-miles 
(3} per cent.), Now we have a decrease of 252 mil- 
lions (9} per cent,) from 1881 to 1882 followed by 
another decrease of 194 millions (8 per cent,) from 
1882 to 1883. This is sufficient evidence that a trunk- 
line traffic is yulnerable like any other, and that there 
is no such miraculous growth of it that it can support 
new-comers without affecting the old lines, Though 
not years of yery profitable business, the last two 
years of this company were in atime of great indus- 
trial activity and production, The country from 
which the New York Central draws traffic probably 
shipped as much freight during these two years as in 
almost any other two; notwithstanding which we find 
this great decrease in traffic, 


The earnings make a very different showing, due to 


a fact rarer even than a decrease in freight traffic, | ¢ 


namely, a considerable increase in the average rates. 
These earnings compare as follows with those of the 
previous year; 





1882-83. 1881-82, Inc, or Dec. P. c. 

Passenger. ....,.... $8,526,843 7,816,519 $710,324 9.1 
Freight.....,.,---.+, 20,142,433 17,672, 252 + 2,470,181 14.0 
MR rT 5,101,446 5,140,010 — 8,564 0.8 
Total.... ...,. +++-$33,770,722 $30,628,781 +$3,141,941 10.2 


What is remarkable here is that the large gain in 
passenger earnings, and the great one in freight 
earnings, were made in spite of a slight decrease in 
passenger traffic and a large decrease in freight traffic. 
That is, as we have said above, the increase in earn- 
ings was wholly due to higher rates, Higher rates 
were certainly to be expected after a year of railroad 
war, but the increase brings the average freight rate 
above that of any previous year since 1877, and makes 
it 24 per cent. more than in 1882, We do not remem- 
ber ever to have chronicled so great an increase in an 
average freight rate before. 

Itis, however, explainable, There has doubtless been 
no increase in the rates on different classes of local 
freights, and the higher average rate is probably largely 
due to the fact that the road carried a larger proportion 
of through high-class freight. Without any change in 
the rates charged there may be a great change in average 
rates received. Should a road this year carry 100,000 
tons of first-class through freight at 75 cents per100 lbs., 
and 400,000 of lower classes, at an average of 80 cents, 
its average rate will be 39 cents per 100 Ibs. If the next 

year half of the lower class freight should be diverted 
from it, so that it should carry 100,000 of first-class at! 


73 and 200,000 of lower classes at 30, its average rate 





on the emnahs traffic would be 45 cents per 100. 
Now, there has been something like this affect- 
ing the New York Central traffic during the past 
year. The new Lackawanna road has carried fourth- 
class freight chiefly and low-class freight almost 
entirely. The diversion of east-bound freight in the 
summer was exclusively of the two lower classes and 
chiefly of the lowest; the larger canal shipments were 
almost exclusively goods paying the lowest rates, 
Thus the diversion of traffic which reduced the New 
York Central’s tonnage mileage last year was of that 
freight which pays least, leaving it probably about as 
much as ever before of the best paying freight. This 
has worked together with the general maintenance of 
through rates to make the New York Central’s aver- 
age freight rate greater than for several years before. 
It has carried eastward a smaller amount of grain 
and flour than usual, and has carried, westward a 
smaller amount of sugar and other low-class freight. 

Now this is important, not only as showing what 
has caused this great increase in the average rate, but 
also as indicating that the business which has been 
diverted from it is the unprofitable traftic—at least 
that which affords the smallest margin of profit. And 
we believe that this is a fact of general application : the 
business which pays the highest rates is the hardest to 
divert. Probably quality of service, promptness and 
certainty of delivery, convenience of places of receipt 
and delivery, etc., have more effect on this traffic than 
ordinary differences in rates. 

The average receipt, expense and profit per unit of 
traffic on this road for eight successive years have 
been : 

——Per ton-mile.——, 


-——Per pass.-mile.—— 


Receipt. Cost. Profit. Receipt. Expense. Profit. 
1875-76.... .... 1.05 TL 0.34 1.91 1.09 9.82 
1876-77... ... 1.01 0.70 0.31 2.07 1.14 0.93 
ot, See 0.914 0.590 0.324 2.01 1 28 0.73 
1878-79... 0.796 0.541 0.255 2.05 1.19 0.86 
1879-80.... .... 0.879 0.541 0.338 1.998 1.266 0.732 
1880-81 .. 0 783 0.563 0.220 1. = 2 1.218 0.644 
1881-82 .. 0.738 6 600 0 138 1.8u8 1.159 0.649 
1882-83.... .... 0.915 0.680 0.235 1.983 1.303 0.680 


The cost per ton per mile is the largest since 1877, 
and per passenger mile it is larger than in any 
other year reported. Thus the profit per ton per mile, 
though 70 per cent. more than in 1882, was very little 
more than in 1881 and less than in any previous year, 
and the profit per passenger mile was less than in 
any previous year. The expense per passenger mile is 
increased in all years, however, and the profit dimin- 
ished by charging all the expenses of passenger trains 
to passenger traffic and none to mails and express. 

This increase in expenses mukes the increase in rates 
so much the more important. If the rates had been 
no higher than in 1881-82 the net earnings from pas- 
sengers would have been $752,500 and the net earnings 
from freight $2,134,800 less than they actually were, 
and the profits per share of stock would have been but 
$4.96, instead of $8.19. A railroad war last year evi- 
dently would have been very unhealthy for the New 
York Central. 

The total working expenses increased $1,354,620, or 
7 per cent., though there was a falling off of about 6 
per cent. in traffic ; but this is partly accounted for by 
the increase in train mileage, amounting to about 3 per 
cent. The average passenger train-load fell from 79 
© 74 persons, and the average freight train-load from 
2194 to 1994 tons. The passenger train-load is still 
much larger than that of most other roads; but the 
freight train-load is exceeded on many others. The 
decrease in these average loads last year was probably 
due to the smaller proportion of through traffic. 

For twelve successive years the passenger, freight 
and total earnings and the net earnings of this road 
have been : 

















— Earnings. —_— s 
Year. Passenger. Freight. Total. Net. 
1871-72....... $7,772,202 $17,553,738 $28,437,201 $10,271,381 
1872-73....... 8,147,672 20,947,168 32, .021 12,925, .974 
1873-74 7,497,357 20,348,725 31 650, 387 13; 262, 089 
1874-75....... 7,276,848 17,899,791 29,027,218 11,765,110 
1875-76. .... 6,762,967 17,593,265 28'046,588 11,922:416 
1876-77....... 6.576,816 16,424,317 26,579, 086 11,632,924 
1877-78....... 6,022,955 19,045,840 28, 910.555 12,774,578 
1878-79....... & 5,953,102 18,270,250 28,396,584 12,273,511 
1879-80....... 6,611,159 = 2% 2) 199,966 33, 175, 91: 3 15,326,019 
1880-81....... 6,958,038 20 "736,750 32/348, 397 12,883,610 
1881-82....... 7,816,519 17,672,252 30, 628,781 11,232,807 
1882-83....... 8,526,843 20,142,433 33,770,722 13,020,728 


The passenger earnings, as we havesaid, were larger 
last year than ever before; the freight earnings, though 
no less than $2,470,000 more than the previous year, 
were $594,000 less than in 1881 and $2,057,000 less than 
in 1880, and also less than in 1873 and 1874. The gross 
earnings, nevertheless, were larger than ever before, 
exceeding those of 1880, hitherto the largest, by $595,- 
000. In that year the passenger earnings were less 
than 33} per cent. of the freight earrings; this year 
they are 454 percent. of them. Apparently there has 
been no diversion of the passenger traffic, and it is 
become of relatively greater importance than ever be- 
, fore. 

The net earnings were 16 per cent. more than in 
1882 and 1 per cent. more than in 1881, but- $2,306,000 
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(15 per cent.) less than in 1880. The fixed charges 
were a little larger this year, so that it requires larger 
net earnings to yield the same dividend. Theaddition 
to the funded debt last year was $1,524,200, the year 
before it was $5,000,000. It requires $391,452 per year 
to pay the interest on these additions. In each of the 
years 1880 and 1881 there was an increase of $2,000,000, 
but there had been none for a long time before that. 

The working expenses last year were much larger 
than ever before. For eight successive years they 
have been : 





Year. Expenses. Year. re. 
1875-76........00 -$16.171,172 | 1879-80 $17,861,535 
BOF Hd Cavewscovccs . 14,946,162 | 1880-81 .. _ 

WTF H— TB... 20.0.0.00002000 16,135,977 | 1881-82.... nae 395, 
WOTOSTO, 5.05508 ‘cece 16,123,073 | 1882-83..........-.++ 20,750,594 


It is the increase in these which makes the great de- 
crease in net earnings since 1880, That year was such a 
favorable one to the railroads as is likely to come only 
when, after a long season of dull business, there is a 
sudden and great revival. The large traffic increases 
earnings, and the pressure of business puts up the 
rates, and this when the elements of expenses have 
only begun to rise. A little later wages and materials 
are so high as to greatly increase expenses, and the 
competition of lines improved to carry a heavier 
traffic islikely to put down rates, while a little later 
new competitors actually reduce traffic. This is likely 
to be the course of all kinds of business in which there 
is free competition, and the railroads do not escape. 
In the case of the New York Central last year the 
circumstances permitting an increase in the average 
rates alone prevented a serious decrease in its profits. 

The diversion of traffic from this road which is seen 
in the course of last year’s traffic is likely to continue 
this year. The Erie is not likely to take so large a prc- 
portion of the east-bound traffic for the whole of this 
year as it did in the last three months of the last (fiscal) 
year; but it may take a larger proportion than in the 
whole of last year. The Lackawanna, which took a 
considerable share of the west-bound through freight 
from New York during part of last year, will have 
a share for the whole of this year. Last year it carried 
scarcely any through passengers and very little east- 
bound freight. It cannot be expected that it will for- 
ever go without this kind of business. The West 
Shore, which was felt last year only as a competitor 
for less than three months for Saratoga travel and 
the local travel between New York and Albany, this 
year will compete for through and local freight 
and passengers over the whole distance from New 
York to Buffalo. It is not probable that it will be 
thoroughly prepared to meet the Central on equal 
terms for all this traffic within this year, however. 
Wesee that the Lackawanna has been open to Buffalo 
a year, and has not made much impression on any 
through traffic except west-bound freight, and the 
West Shore will not have afully developed traffic dur- 
ing this fiscal year—but it will get something. It will 
compete for local traffic the entire length of the New 
York Central as has never been done before, and nearly 
all the local traffic it gets will be taken either from 
the Central or the canal. It may be felt much 
more in 1884-85, however, than this year. Now 
all the traffic so taken must be carried 
at very low rates, yielding an extremely small profit, 
and with a comparatively small traffic it will be ex- 
tremely difficult to make the expenses per unit of 
traffic as low as on such roads as the New York Cen- 
tral and the Eris, with their very heavy traffic ; but 
while this may be a reason why the new road will 
make very small profits at first it will nevertheless 
reduce the traffic and earnings, and especially the 
profits, of the old trunk lines, and of the New York Cen. 
tral chiefly. It, therefore, seems probable that its 
profits for the current year will be less than last year, 
and that there will be a further decrease in 1884-85, 
uoless meanwhile there is a great increase in the total 
traffic. An increase in traffic during the current year 
(ending with September next) is not to be looked 
for. The last harvest was such that we must 
expect a decrease in the east-bound movement; and 
the condition of manufacturing business and other 
industries is such that a west-bound and local traffic 
as large as last year will be as much as we can expect. 
Under these circumstances the New York Central, 
being one of four railroads between New York and 
Buffalo, it will certainly be very remarkable if it is 
able to make as great profits as when it is one of two. 
Still the amount of traffic which the new West Shore 
road will be able to take from it this year will proba- 
bly be much less than most people suppose. It will be 
felt chiefly, probably, in local travel; and it does not 
seem probable that the competition between the 
two will go so far as to reduce rates to any great ex- 
tent. Rates are already so low that they cannot be 
much reduced and leave any profit ; and neither com- 
pany will be willing to work without it. 





THE CAR WHEEL OF THE FUTURE. 


From a report of a meeting of the New England 
Railroad Club held in Boston, Dec, 12, which is pub- 
lished on another page, it will be seen that the 
subject for discussion ata meeting to be held in January 
is ‘The Wheel of the Future.” This indicates that 
those who conduct these meetings are not satisfied 
with the wheels of the present, AJthough this may 
be so, it will not be very safe for any one to attempt to 
exercise the gift of prophecy regarding car wheels, 
because, a5 some one has said, prophecying is very 
risky when you are not dead gure, and probably, on 
the much vexed question of wheels, few disinterested 
men are bold enough to say that they are quite certain 
of the data and the theories on which their opinions 
regarding car wheels are based, if they have any such 
opinions which are at all definite. 

The truth is, though, that the reason why the car- 
builders of Boston propose to exercise their prevision, 
to discern the wheel of the future, is because many of 
the wheels of the present are so extremely unsatisfac- 
tory. Exact data concerning the performance and 
defects of car wheels are not easily obtainable, especially 
by one who is likely to give them to the public through 
a newspaper. The failures mn most roads are so 
many that the officers will not allow the statistics to be 
published, if any exist, Probably the majority of 
railroad managers act on the assumption that igno- 
rance, regarding the breakage of their wheels, is bliss, 
and therefore keep no account of their failure. There 
is very good reason for thinking, though, that if the 
railroad companies here were required to report all 
broken wheels, and if such reports were made public, 
the figures would be very startling. During the 
past few years competition has reduced _ the 
price of cast-iron wheels to very low figures. 
The result has been that a great many 
very poor wheels have been made, and, as a conse- 
quence, the number of breakages has been enormously 
great. The fact that when such fractures occur on 
passenger trains public indignation is aroused, and 
the liability to pecuniary damages, have led railroad 
managers and car-builders to seek a remedy. This 
has resulted each year in the use of more steel-tired 
wheels under passenger cars, and the abandonment of 
chilled cast-iron wheels for that service. Unless some 
process can be discovered which will improve the 
quality of cast-iron wheels, their use will probably be 
almost entirely abandoned in passenger service. 

The question then which railroad managers, master 
car-builders, and those who proposed the subject for 
discussion at the next meeting of the New England 
Railroad Club must answer is, What form of steel- 
tired wheels would it be best to adopt. It is not at 
all probable that the Boston car-builders will try to 
evolve a car wheel out of their inner consciousness. 
That has been attempted by a number of New Eng- 
land inventors, but the results have not been very suc- 
cessful, The other alternative is to consult past ex- 
perience, and learn what answer it can give to the 
question, 

The only materials used for the treads and flanges of 
wheels are chilled cast iron and rolled steel tires. If 
the use of the cast iron is abandoned, then we are com- 
pelled to fall back upon steel tires. In this country 
the only steel-tired car wheel that has come into ex- 
tensive use is the Allen paper wheel. For locomotive 
driving-wheels cast-iron centres have been success- 
fully used fora great many years. Owing to their 
great size, and the heavy loads they carry, and to the 
fact that they must transmit the power for propelling 
the locomotive, the service which they must perform 
and the strains to which they are subjected are much 
more severe than those which car wheels must resist, 
Yet neither the New England Railroad Club nor any 
other similar organization that we know of has pro- 
pounded or is considering the question of what the 
driving-wheel of the future will be. Master mechan- 
ics seem to be quite well satisfied with the driving- 
wheels we are now using. 

If we go to European experience we find that 
wrought-iron driving-wheel centres are universally 
used and are giving, apparently, entire satisfaction. 
We also find that two kinds of wheel centres are in 
general use there, one consisting of spokes made of 
wroughtiron and the other the Mansell wooden wheel, 
the central portion of which is made of wood. If we 
consult European experience still further we find that 
the breakage of steel tires is frequent and that some of 
the most serious accidents that have occurred there 
have been due to this cause. The result has been that 
a great deal of attention has been given to appliances 
to prevent accidents in case tiresbreak. A great vari- 
ety of such devices have been proposed and are in use. 

The conclusion which has been reached, and which 
experience has taught, is that no steel tire is safe for 
passenger service unless it is secured to the wheel 





centre so that there would be no danger in case the tire 
was broken on opposite sides of the wheel so as to be 
entirely separated into two or more parts. The 
means of fastening tires has often been tested by 
cutting tires in two, and then putting them on 
wheels and into service. In this country the 
most common fastening used is a flange rolled on the 
inside of the tire, which is bolted in some way to the 
wheel centre. This is the method employed on the 
Allen paper wheel. It undoubtedly adds to the cost 
of the tires, but whether, on the whole, it is more 
expensive than Mansell’s retaining rings, which, 
perhaps, are most generally approved in Europe, we 
are not now able to say. 

The general use of continuous brakes has also com- 
pelled those who have the care of cars to provide 
means of holding the tires on the wheels, so that they 
will not be liable to turn on the centres when the 
brakes are applied. The tires of the Allen and some 
other wheels are bolted to the wheel centres through 
the internal flange, so that the tire cannot turn with- 
out shearing off the bolts. The other plan is either to 
shrink the tire on the centre or to force the centre 
into the tire by hydraulic pressure. Tires are some- 
times keyed fast, although that method of holding 
them has not come into general use. 


Quite recently we have learned that on one of the 
prominent English railroads the use of the Mansell 
wheels with wooden centres has been abandoned, 
owing to the difficulty of holding the tires so they 
would not turn. It was impossible to shrink them on 
at a high heat, because they would then burn the 
wood, and owing to the shrinkage of the wood, and to 
other causes, it was found that forcing the centres into 
the tires by hydraulic pressure was not reliable, or 
rather that tires would get loose when that method 
was employed. On the line refered to wrought-iron 
spoke centres were adopted in place of the Mansell 
wheels. 

Another theory that is discussed a good deal in con- 
nection with car wheels is that of the elasticity and 
the inelasticity of the wheel centres. It is said of cer- 
tain materials—wood for example—‘‘ that it absorbs 
the vibrations,” or that ‘‘ it deadens the blows.” On 
the other hand it is said of some wheels that ‘‘they are 
sufficiently elastic to prevent crystallization of the 
axle, and, in a great degree, injury to the track.” One 
of the speakers at the last Master Car-Builder’s Con- 
\ention, who is also a manufacturer of wheels, claimed 
for those he made the special merit of being elastic. 


Now, itis not easy to get at exactly what people 
mean by ‘“‘deadening the blows” or ‘‘absorbing the 
vibrations.” Probably if they were asked whether a 
mass of soft putty would absorb the blow of an ivory 
billiard-ball allowed to fall from a height of ten feet 
they would say that it would, and that a marble 
slab would not. Lead and india-rubber would prob- 
ably be regarded as absorbents of blows, whereas 
cast-iron and ice would not be. It will be 
seen from these illustrations that it is not a 
matter of elasticity at all, but only of softness, 
That is, soft substances are regarded as absorbents of 
vibration, and hard ones are not. Now it so happens 
that softness prevents the use of any material in the 
construction of a car wheel, and when any such mate- 
rial like paper or wood is used it is first deprived of 
its softness by subjecting it to hydraulic pressure, 
which, to the extent that it hardens the material, 
makes it, according to this theory, a non-conductor 
of vibrations. ; 

If we take up the theory of elasticity; we are 
equally atsea. Cast-iron within narrow limitations 
is more elastic than wrought iron, yet it has never 
been said that steel tires wear longer on cast-iron 
centres than on wrought-iron centres. Wood, as used 
in car wheels, where the weight is carried endwise to the 
grain, is comparatively inelastic, especially after it is 
subjected to hydraulic pressure, yet no one has said that 
tires on such wheels do not last as long as they do on 
cast-iron centres. Probably what many people mean 
when they say that a given material ‘‘ deadens the 
blows,” is that it has no resilienue ; that is, it does not 
rebound or give back the blow, or, in other words, is 
not elastic. Therefore, according to this view, an 
elastic wheel would not “absorb the vibrations,” and 
one which did would not be elastic. It is hard to 
reconcile the two theories unless one part of the wheel 
is made to fulfill the elastic theory, and another partis 
made a non-conductor of vibrations. 

It may be said that a wheel made of an absolute un- 
yielding material would shiver itself to pieces. Per- 
haps it would, but inasmuch as no such materials 
exist we need not bother ourselves about what would 
happen if they did. It would simplify the wheel 
question immensely if people who consider it could 
only be induced to throw overboard the formula of 
words about deadening the blows and the need of 
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elasticity. These theories have led to many delusions, 
and there is no satisfactory experimental proof in ex- 
istence, known to the writer, to indicate that either 
the one quality or the other is needed in a car wheel. 

The requisites which the wheel of the future must 
possess may be briefly summed up as follows: 


1. It must be reasonably safe against breakage. No| i 


wheel is or can be entirely so. 

2. If it has a tire, it must be secured to the wheel so 
that the tire if broken into two halves, could still be 
run safely. 

8. The tire must be prevented from turning by the 
action of the brakes in case it should be heated by 
them. 

No wheel which does not fulfill these conditions is 
at all likely to be the wheel of the future. Of course, 
of two or more kinds of wheels, which fulfill these 
conditions, that which will perform a given amount 
of service at the lowest cost will be preferred. 








November Earnings. 





We have so far reports of earnings in November from 
69 different railroads, whose mileage, aggregate earn- 
ings and average earnings per mile were as follows 
this year and last: 


: Payor] 1882. Inc. or Dec. P.c. 
) i eee in 48,083 + 4,761 1u.0 
EKarnings............. $27, 728. 208 $25,597,570 + $2,057,638 5.0 
Earnings per mile.. 532 — \ aoe 


With an increase of 10; per cent. in miles worked the 
roads have made an increase of 8 per cent. in earn- 
ings, and the earnings per mile have fallen only from 
$532 to $525. In October they made a slight increase 
jn earnings per mile. 

The four roads northwest of St. Paul compare as 


cent.) in October. The effect of the bad Southern crops 
becomes more pronounced as the season advances. So 
far about as much cotton has been shipped as last 
year, which leaves the whole decrease to fall on the 
following nine months of the cotton year; the decrease 
in other traffic consequent on a poor cotton crop prob- 
ably began two or three months ago, as soon as it was 
known that the crop would be light. 

We now turn to the group of roads north of the 
Ohio River, where are lines which serve as an eastern 
outlet to the four groups hitherto discussed, though 
those that report have for the most part but a small 
amount of such business. We have reports from 19 of 
these, making the following aggregates : 


_—. 1882. Inc. or Dec, P. c. 
Means 9,159 8,989 170 1.9 
Earnings. . . «D4, 241, pr $4,257,019 + 4,544 0.1 
Earnings per ‘mile. 463 471 _ 8 1.7 


In the aggregate the changes are inconsiderable, but 
12 of the 19 roads have a decrease in total earnings, 
and the considerable increases are very few—14 per 
cent. by the Chicago & Grand Trunk, 14% by the Flint 
& Pere Marquette and 13 by the Peoria, Decatur & 
Evansville. The gain of 2 per cent. by the Wabash 
was more likely to be made by its lines west of the 
Mississippi than by those properly be'onging to this 
group, which as far as possible is confined to roads 
west of Pennsylvania and east of the Mississippi. In 
this group 18 roads that reported in October made a 
gain of $191,708 then, and a gain of $7,377 in Novem- 
ber. Some of the gains and losses in October and 
November were: 

October. November. 


Chicago & Eastern Ill.............-. Loss, $31, od Loss, ny 529 
Chicago & Grand Trunk............ Gain, 02 Gain, 32,387 


. Cin., Ind., St. L. & Chic........... Gain, 4 8S0 Loss, 10 628 
follows wih last year: Cin., Wash. & Baltimore....... .... Loss, 4,044 Loss, 12.708 
1883. 1882. Inc. or Dec. P.c. | Det., Lansing & North.......... ...Gain, 20,209 Loss, 3,602 

Mile eks 5,866 3,661 + 2,195 60.0 | Flint & Pere Marquette............. Gain, 58,713 Gain, 31,175 
Earnings. ..... $2, 697,638 $2,080,927 + $616,711 29.7] Ill. lines of Ill. Cen... «0.00.00... Gain, 24,865 Gain, 26,671 
Earn. per mile. 568 - 108 19.0 | Ind., Bloom. & West...... .......: Gain, 1,894 Loss, 21,026 
‘ MEENA 6c ca ncsackss cise syd = 3,928 Loss, 7,852 

All gain in total earnings except the Manitoba. In | Belleville Line...................... Loss, 11.052 Gain, 487 
WEINER se dics Seite worded actones Gain, 117,151 Gain, 34,405 


spite of the immense increase in mileage of the North- 
ern Pacific and the Canadian Pacific, the earnings of 
the former fell only from $530 to $516, and of the lat- 
ter from $290 to $253. The decrease of 19 per cent. in 
the average earnings per mile of the group was due 
chiefly to the falling-off on the Manitoba notwith- 
standing its large increase in mileage, causing earn- 
ings per mile to decrease from $863 to $625. All the 
roads earned less than in October, as was to be ex- 
pected. 

The other roads west and northwest of Chicago, as 
far south and east as Chicago & Alton’s lines to St. 
Louis and Kansas City and as far west as the Missouri, 
of which ten have reported, make the following 
showing in the aggregate : 


1882. Increase. P.c. 
969 


MOB. 66600 cbvcees 12,669 11,7 8.3 
Earnings... ...... $6,888,140 $6,131, 84 $756,856 12.3 
Earnings per mile. 543 524 19 3.6 


The small increase in earnings per mile is satisfac- 
tory in view of the large new mileage. Considera- 
ble gains in earnings per mile are made by the Mil- 
waukee & St. Paul, the Iowa linesef the Illinois 
Central and the Milwaukee, Lake Shore & Western. 

All these roads made gains in October also, but the 
more important ones made a much larger gain in No- 
vember. 

Of the Far Western roads only the Central Pacific 
and the Denver & Rio Grande have reported as yet, 
the former having a decrease of $39,000, instead of an 
increase of $78,000 in October; the latter, with the ad- 
dition of the Utah line, making 29 percent. more 
money from 43 per cent. more road. 

Eleven roads west and southwest of St. Louis report 
(counting the Missouri Pacific system as six) as fol- 
lows: 


1883. -_ Ine. or Re. P. ¢. 
WROD soc s.ccececeses on 7,729 a 7.0 
APES, 60.65 55 505.053 ‘$4, 397, — 227 eas - $169, 967 4.0 
Earnings per mile... a8 . 27 


Four of the aie aac have a pate in earn- 
ings—the Gulf, Colorado & Santa Fe, the Little Rock 
& Fort Smith, the Missouri Pacific and the Texas & 
Pacific. But in the Missouri Pacific group, the 
Iron Mountain’s earnings, which probably have de- 
creased, are given with the Missouri Pacific’s, which 
ought not to have decreased, as the Kansas and 
Missouri traffic seems to be very good—witness a gain 
of 24 per cent. on the Central Branch and of 20 per 
cent. on the St. Louis & San Francisco, which latter 
has not usually done well recently. The indications 
are that traffic is lighter than last year in Arkansas 
and Texas, but very good in Missouri and Kansas, ex- 
cept so far as the through traffic of the Missouri roads 
is affected by the falling-off in Texas _business., 
Compared with October we find that the Gulf 
Colorado & Santa Fe made an increase of $35,930 
then, while it has a decrease of $7,672 in No- 
vember; the Little Rock & Fort Smith’s decrease of 
$1,828 in October becomes $21,852 in November; the 
Missouri Pacific system as a whole gained $111,509 





The only noticeable favorable change from October 
to November is in the case of the Chicago & Eastern 
Illinois, and the Belleville Line of the Alton & Terre 
Haute, where a loss of 12 per cent. is transferred into 
a trifling gain. 

The railroads south of the Ohio and the Potomac 
and east of the Mississippi will next engage our at- 
tention. The aggregate mileage and earnings of the 
19 roads that report were: 


1883. — mone P.c 
ee i 9,108 733 4.3 
eS $4,513,352 £4,258. 648 $260, aoe 6.1 
Earnings per mile... 494 6 1.3 


These roads make a favorable iemeent in the aggre- 
gate, which they have been doing for a year past, but 
it is less favorable than heretofore. In October the 
group had an increase of 12 per cent. in aggregate 
earnings and 734 per cent. in earnings per mile. The 
lighter crops are probably beginning to have their 
effect here also, as in the Southwest. Five of the 19 
roads reporting have a decrease in total earnings, only 
two of which had a decrease in October, and most of 
those that gain have gained less than in October, the 
Louisville & Nashville $74,003 in November, against 
$261,868 in October, the Southern Division of the IIli- 
nois Central $14,981 against $63,141, the Alabama 
Great Southern $9,243 against $23,433, etc. The only 
important exception is the Chesapeake & Ohio, which 
gained $11,457 in October and $34,530 in November. 

Altogether, the indications are not favorable for a 
continuance of the large gains that the Southern 
roads have been making for a year past; but, as fora 
year they have done extraordinarily well—as a whole, 
much better than ever before—they may make satis- 
factory returns, evenif they earn a little less than 
last year. 

Only four Eastern roads have reported as yet—not 
enough to indicate the course of traffic east of Ohio 
and Michigan, especially as three-fourths of the 
mileage is in Canada. But all four of the 
roads show gains, and but one has any in- 
crease of mileage worth mentioning. That one, 
the Rochester & Pittsburgh, earned $290 per mile this 
year and $250 last, but not enough in either to make 
it of the slightest importance as an indication of the 
course of traffic, and about the same as in October. 
The Grand Trunk is the only trunk line reporting. It 
gains 1.6 per cent.—very little, but a gaip over a 
time that was generally very favorable to the trunk 
lines ; its gain was $52,547 in October and $24,361 in 
November, but a change like this on so great a road is a 
trifle. The Long Island and the Eastern gained more 
in November than in October. 








Earnings and Expenses of Four Trunk Lines. 


The publication of the New York Central report 
enables us now to give the earnings and expenses of 


the four trunk lines for the year ending with Septem- - 


(3.2 per cent.) in November, against $305,997 (8.8 per 





ber last and to compare them with those of the pre- 
vious year, as follows: 




















New York Cen: 1882-83. 1881-82. Increase. P. c. 
Gross earnings..... 333, Lk = $30,628,781 $3,141,948 10.3 
Expenses...... - obs 20,7. 750 19,395,974 1,354,620 6.9 

Net earnings. ..... $13,020,128 $11,232,807 $1,787,321 15.9 

*Erie: 

Gross earnings ..... 23,843,368 22,455,564 $1,387,804 6.2 
pT ae 15,444,583 14,630,218 814,365 5.6 

Net earnings. ... $8,398,785 $7,825,346 $573,430 7.3 

Pennsylvania: 

Gross earnings... ... $51,085,029 $47,132,793 $3,952,236 84 
Expenses........... 32,080,493 29,509,660 2,570,833 8.7 

Net earnings... .. $19,004,536 $17,623,133 $1,381,403 7.8 

Baitimore & Ohio: 

Gross earnings..... $19,739,837 $18,383,876 $1,355,961 7.4 
Expenses.......... 11,034.014 10,929,214 104, '800 1.0 

Net earnings...... $8,705,823 $7,454,662 $1,251,161 16.8 

The four roads; 

Gross earnings...... $128,438,956 $118,601,014 $9,837,942 83 
BI céacsescose 79. 500,684 74,465,066 4,844,618 6.5 
Net earnings...... $49, 129,272 $44,135,948 $4,993, 324 11.3 


* Including New York, Pennsylvania & Ohio for five months in 
both years. 


The changes on the New York Central are not far 
from the average changes. its percentage of gain in 
gross earnings is greater than that of any other road ; 
its percentage of increase in expenses greater than 
of any but the Pennsylvania: its increase in net earn- 
ings greater than that of any but the Baltimore & 
Ohio. It, we have shown elsewhere, made its whole 
gain in gross and net earnings by getting better rates. 
We are not yet able to find how much this affected 
the profits of the other roads, as they have not re- 
ported the amount of their traffic for the last year 
and only one of them will do so, as the Pennsylvania 
reports it for the calendar year and the Baltimore 
& Ohio does not report 1t at all. We suppose, how- 
ever, that the New York Central is the only one of 
the four that has suffered any decrease in freight 
traffic, and that the others have had a considerable 
increase in this traffic. Of the course of passenger 
traffic we have little means of judging. 

Below is given a statement of the gross earnings of 
each of these roads for seven successive years : 


N. Y. Central. * Erie. Balt. & Ohio. Penna. 
1876-77. . $26,579,086 $16,468,984 $13,208,860 $32,558,483 
1877-78... 28,910,555 17,266,322 13,765,280 31,930,808 
1878-79... 28,896,584 17,769,364 14, 193,981 34. 333,030 
1879-80... 33,175,913 20,817,037 18,317, 740 40,357, 682 
1880-81... 32,348,397 22.987,887 18, 463,877 43,884,701 
1881-82... 30,628,781 22,455,564 18,383, '876 47,152,793 
1882-83... 33,770,722 23,843,368 19, 739,837 51,085,029 


*Including the New York, Pennsylvania & Ohio earnings for 
the five months from May to September in all the years. 


There has been comparatively little change in mile- 


; | age on these roads, and the additions (of which there 


has been none to the New York Central) cannot have 
added much to their earnings. The gain, it will be 
seen, has been much less in proportion on the New 
York Central than on any of the others. From 1878 
to 1883 its increase was $4,860,167 (17 per cent.), the 
Erie’s was $6,577,046 (38 per cent.), the Pennsylvania’s 
$19,154,221 (60 per cent.), and the Baltimore & Ohio’s 
$5,973,357 (48 per cent). Of the total increase of $36,- 
565,000 in these five years the Pennsylvania had 52.4 
per cent., the Erie 18, the Baltimore & Ohio 16.3, and 
the New York Central 13.3 per cent. 

The growth of the coal and iron business has prob- 
ably had more effect on the exceptional increase of 
the more southern lines than any other one thing; 
but the Erie’s increase has been very largely due to 
its transformation from a dilapidated, bankrupt road 
into a thoroughly efficient condition, 








Heavy Grain Movement in the West and Light Sea- 
board Receipts. 





The Northwestern grain receipts became very large again 
in the first week of December, when they were very much 
greater than in the corresponding week of any previous 


year. The shipments are but little larger than in previous 


years, and it is a question what will be done with the grain. 
It will be remarkable if it is held until navigation opens in 
the spring, and if not there must soon be large shipments by 
rail to the East, or a great falling-off in receipts. In this 
first week of December the receipts of the Northwestern 
markets exceeded their shipments by 4,132,000 bushels, 

For the six weeks ending Dec. 8 the receipts and shipments 
of the Northwestern markets and the receipts at Atlantic 
ports for eight successive years have been : 


——--Northwestern.-——-—, a 
Year. Receipts. Sbipments. eipts 

_ , eee er 18,539,690 17,301,024 21, 143 > 912 
Ride ve tab betes 16, 546.032 28,942,604 
19,258,762 30,575,088 
19. 116,525 35,408,391 

20 348,307 35,492,67: 
16,275,868 20,671,415 
19.88, 750 24,541,304 
24/270,451 20,503,722 





The shipments have cetin been much less than the re- 
ceipts in these weeks just before the close of navigation, 
but in 1879, when the excess of receipts was 83g millions, 
in 1880, when it was 13 millions, and in 1882, when it was 
11% millions, there had been exceptionally large crops of 
small grain in the preceding harvest; this year the receipts 
are much larger than ever before and exceed the shipments 
by 14 millions, though the last wheat harvest was exception- 
ally light. 

But this is the time when Atlantic receipts should b 
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exceptionally large. Now, though the Northwestern re_ 
ceipts are 6,700,000 bushels more this year than last and 
the Northwestern shipments 4,400,000 greater, the Atlantic 


1 
receipts are 4,000,000 less and sinaller than in any other 


year of the eight. The Atlantic receipts at this time have 


always heretofore exceeded the shipments of the North- i870 


western markets, but this year they are 3,767,000 bushels 
less. There seems to have been an extraordinary absorption 
of grain at interior points. For in spite of the fact that the 
Northwestern markets have shipped more than ever before 
this year the Atlantic ports have received less than in any 
year since 1877 at least. 

It should be said, however, that these figures do not 
include the whole grain movement. The shipments at 
interior stations, which go through to the East without pass- 
ing through any reporting Northwestern market we get no 
trace of, except so far as they may go to make up Atlantic 
receipts, and such of them as go to interior Eastern points 
for consumption we get no trace of at all. The total amount 
of grain marketed in the West may not have been greater 
when the receipts of the Northwestern markets have in- 
creased, because the shipments from the non-reporting sta- 
tions may have fallen off.' This would be perhaps improb- 
able if there were a reporting market in every important 
grain exporting district. But there is none south of the 
lakes and east of Peoria and St. Louis, which is the chief 
winter-wheat producing portion of the United States, 
a very large proportion of whose shipments goes by 
routes south of any reporting market. When there 
is a great wheat crop in this district, as in 1877, 1878, 1879, 
1880 and 1882, or a great surplus of corn, asin all these 
years except 1882, it is likely to contribute greatly to the 
Atlantic receipts ; when the crops are short there it adds 
comparatively little to them—the less because these states al- 
ways consume a very large proportion of their own crop. 
Ohio, for instance,probably consumes about 15,000,000 bush- 
els cf wheat a year; sotkat when its crops was 50 millions, a 
in 1880, it could spare 35 millions, or four times as much as 
this year, when its crop is but about 24 millions. The fact that 
the country where tbe crop of wheat is very poor this year 
(and of corn uot much better) is chiefly in the district which 
is able to market its grain so as to escape reporting, makes 
it probable that the total amount of grain marketed from 
Western farms has not increased in proportion to the in- 
crease in receipts at the eight reporting Northwestern mar- 
kets (all lake ports except Peoria and St. Louis), and it is 
possible that they have not increased at all, or even that 
there has-been a decrease. 

This too may serve to explain why the shipments of the 
Northwestern markets have been so rouch larger than last 
year and larger than the Atlantic receipts. The interior 
Eastern towns may receive a large part of their supply 
from the Ohio valley by the routes whose shipments escape 
reporting in those years when there is a large surplus in 
that valley; while when this surplus is small they must be 
supplied from the country further west and north—by way 
of the reporting markets. This year there are good crops 
of small grains behind all of the important reporting markets 
—west of Peoria and St. Louis, in lowa, Nebraska, Misso uri 
and Kansas, west, southwest and northwest of Chicago, in 
the same states and further north, and west of Milwaukee 
and Duluth. Toledo, Cleveland and Detroit probably re- 
ceive more from the country where the wheat crop is light 
east of the Mississippi, than from that where it is large, 
further west, and scarcely any from the country west 
of Lake Michigan, though the Wabash must bring two of 
them a great deal of grain from Kansas and Missouri. But 
these places have received but one-sixth of the whole North- 
western receipts since July this year, and in the six weeks 
under consideration less than one-eighth of the whole. 

We conclude, thereforé, that the unusually great differ- 
ence between the reported Northwestern receipts and ship- 
ments and the Atlantic receipts is due largely, and perhaps 
chiefly, to smaller shipments from the country south of the 
lakes and east of the Mississippi. This country (the four 
states, Ohio, Michigan, Indiana and Illinois) produced about 
173 million bushels of wheat last year and only 98 millions 
this year, and its wheat shipments, therefore, have probably 
fallen off very largely, as it must consume about 50 millions 
a year, so that its surplus of the crop available for shipment 
would be 128 millions last year and but 48 millions this 
year. On the other hand, it had scarcely any corn to ship 
until December last year, and a great deal more this year. 
That the larger shipments of corn have not counterbalanced 
the smaller shipments of wheat seems probable, however, 
from what has been shown above. 








Record of New Railroad Construction. 

This number of the Railroad Gazette contains informa: 
tion of the laying of track on new railroads as follows: 

Atchison, Topeka & Santa Fe.—The track on the Wichita 
& Western Branch is laid from Wichita, Kan., west to God 
dard, 15 miles. 

Bangor & Piscataquis.—Extended from Blanchard, Me., 
northwest 31¢ miles. 

Bellaire, Zanesville & Cincinnati.—Track laid from Cald- 
well, O., westward 15 miles. Gauge, 3 ft. 

Detroit, Mackinac & Marquette.—Track laid from Ish- 
peming, Mich., west to Winthrop Mine, 3 miles. ' 

Oregon & California.—Extended southward to Grant’s 
Pass, Ore., 4 miles. 

Wisconsin Central.—This company’s Wisconsin & Minne- 
sota line is extended from Chippewa Falls, Wis., to Eau 
Claire, 10 miles. 

This is a total of 15014 miles of new railroad, making 5,997 
miles thus far this year. . The total new track reported in 





our columns to the corresponding date for 12 years past has 
been as follows : 


iles. | Miles, 
TNE 1 DUET vhccesses cvde sossceed 2,919 
9,799 | 1876. 


"643 | 1873. anh 
GMBS | WBTS isis. 0c. nc ccsndecs se 


The statements include main track only, no account being 
taken of second tracks or other additional tracks or sidings. 











NOVEMBER GRAIN EXPORTS were a little (5 per cent. ( 
greater this year than last, when the exports were small 
The corn exports were more than four times as great as last 
year, but the wheat and flour exports were 15 per cent. less. 
There is a decrease in the value of the breadstuffs of 4° per 
cent., or nearly the same as the increase in amount. In both 
these years the exports were smaller than for several years 
previous, as will be shown by the following statement of 
flour, wheat and corn exports for eight successive years. 


Year. Flour. bbls. Wheat, bu. Corn, bu. Total. 
‘ ‘ 4,924,905 3,465,652 9.953, 

87 6,955,091 6,331,386 13.738.721 
11,671,578 3,459,454 17,680.78 

10,702,900 4.748.001 18,078,478 

12,209,221 . 7,923,906 33,316,782 

10,180,700 4,191,299 16,630,796 

81825,845 3.634189  13,342'773 

6,764,837 2,815,041 13,717,569 





The flour exports are larger this year than heretofore, but 
the wheat exports are the smallest since 1876, and so, with 
the exception of last year, are the cornexports. Altogether 
the exports are less this year than in any other since 1876 
except last year. 

For the five months from July to November, inclusive, 
the value of the breadstuffs exports was more than $26,- 
000,000 (26 per cent,) less this year than last. There was 
an increase of $11,500,C00 in the corn, but a decrease of 
$37,000,000 in the wheat and flour. Very nearly 50 per 
cent. of all the wheat exported went from the Pacific coast 
last November, while 27.4 per cent. went from New York 
and 13 per cent. from Baltimore. But 39 per cent. of the 
flour went from New York and 14}¢ from Boston, while 
241¢ per cent. went from the Pacific coast. New Orleans 
exported more corn than any other place except New York, 
yet only 16 per cent. of the whole, and of the total value of 
breadstuffs exported for the five months since June only 
about 3 per cent. has gone from New Orleans, while last 
year in the same time it had 544 per cent. of the exports. 
In the first half of this year, however, 6.8 per cent. of the 
exports were from New Orleans. 

It is noticeable that this year in November the value per 
bushel of the wheat exported has been nearly as great at 
San Francisco as at Atlantic ports, the average being $1.07 
at San Francisco, against 97 cents at Boston, $1.09 at Balti- 
more, $1.10 at Philadelphia, $1.11 at New York, and $1.11 
at New Orleans. This is doubtless caused largely by the 
extremely low freight rates from San Francisco to Liver- 
pool, which have gone as low, we believe, as 18 cents 
per bushel, though it may be helped by the fact that 
the light demand for wheat and the necessity of 
storing an unususally large part of the _ receipts 
make the four months’ voyage from San Francisco 
an advantage to the shipper, wheat for April . delivery 
being worth more than wheat for December delivery. As 
it seems that the value of wheat can be increased only about 
our cents a bushel by carrying it from San Francisco to 
New Orleans it is evident that nothing is to be made by send- 
ing wheat over the Southern Pacific Railroad, 2,200 to 
2,500 miles. 

Last year at this time the average value of wheat ex- 
ported was $1.11 at New York and $1.01 at San Francisco. 
The fallin freights apparently has been worth 6 cents per 
bushel to the owners of wheat on the Pacific coast—all of 
which is a good thing for the railroads as well as the farm- 
ers there. We may be quite certain that freights will not 
soon again be as low from San Francisco. Ship-owners 
were greatly deceived as to the amount of wheat in Califor- 
nia this year, and they will be more cautious another time. 








A RAILROAD SHAREHOLDERS’ ASSOCIATION has been 
organized in England, intended to represent the in- 
terests of railroad proprietors in matters relating to 
legislation and the exercise of public authority. This 
is an entirely legitimate purpose. Any interest may 
properly organize and use all legitimate. means to prevent 
injurious and obtain beneficial legislation. Legislation and 
government and business are affected through a conflict of 
interests, each protecting its own, su far as possible, and 
watching to see that no other is favored atits expense. The 
need of organization is likely to depend largely, under a 
representative government, on the number of votes which 
the interest commands, or the representation which it is 
able to secure in legislative bodies. There is not the 
slightest danger that any legislation will be had 
which is generally regarded by the farming community 
as unjust to its interests; that community casts too many 
votes. Merchants and manufacturers are also so well repre- 
sented that anything regarded as injurious to them asa 
body stands little chance in a legislative body, though when 
one interest is opposed by others of the same general class, 
and by the farming interest also, it may be subjected to 
unfriendly legislation, as in the case of the imposition or 
removal of duties on certain classes of goods. But the 
transportation in! 2rest commands very few votes and little 
or no representation + legislatures; and it has somehow 
come to be regaraea as improper for a _legisla- 
tor engaged in transport :tion to defend the carry- 
ing interest in his legislature, though this is 
expected and required of farmers, manufacturers and 





merchants who are members of a legislative body. It is 
important that those persons who are familiar with any in- 
terest affected by proposed or existing legislation should in 
some way present to the legislative body the probable or 
actual effect of the legislation on that interest, and should 
openly exert themselves to prevent injury to that interest. 
Otherwise it is almost sure to be a victim; for all other inter- 
ests are active and energetic in their own behalf, and wil) 
sometimes secure advantages at the expense of the one 
which does not work for itself, even when the legislature 
asa whole desires to be entirely just. 

The railroad interest has scarcely any representation in 
Congress or our state legislatures, but it seems very weil 
represented in the British Parliament. It is said that at 
present 51 members of the House of Lords and 107 of the 
Commons are connected with the railroad interest, most of 
them as directors, but some as active executive officers— 
men occupying positions like those of Mr. Jewett, Mr. Rut- 
ter, Mr. Roberts, Mr. Keep, etc., in this country—who are 
able to speak with full knowledge, and who are expected to 


833 | speak and act for the railroad interest, and actually do so— 
6 | 38 landholders and manufacturers do for their interests. 


It 
would seem, then, that there is comparatively little need of 
a shareholders’ association in England. If it served any 
purpose it would probably be by demonstrating the extent 
of the interest and the earnestness of its feeling on public 
measures affecting it, and it is difficult to see how it could 
reflect these better than the railroad men who sit in Parlia- 
ment. 








THE CANADIAN Paciric ENGINMEN’s STRIKE is confined, 
we believe, to the part of the road west of Lake Superior. 
The company affirms that the average wages per man in No- 
vember were $130, which is much above the average of en- 
ginemen’s wages ; but November on this road is probably a 
month of exceptional activity, when the men, paid by the 
trip, make unusually large earnings, and it is followed by 
three or four months when the road may be said to hiber- 
nate, has light traffic, and cannot give work enough to 
yield the average earnings to the trainmen. The cost of 
living has been unusually bigh in Manitoba, but it is said to 
have fallen greatly recently. We have seen nowhere a 
statement of;the grievances of the enginemen. Mr. Arthur, 
the head of the Brotherhood of Locomotive Engineers, bas 
announced that the Brotherhood cannot support the strike, 
because it was not made in accordance with its rules, which 
require that certain steps shail be taken to settle difficulties 
without resorting to a strike, which shall not then be made 
without authorization by vote of the whole Brotherhood. 

There isa report, however, that the people of Manitobasym- 
pathize with the strikers, because they believe that the strike 
was provcked by the railroad officers asa pretext for closing 
the road, it being assumed, probably, that the road will not 
pay its expenses during ths winter. The closing of the road 
means the isolation of the scattered settlements stretching 
from Winnipeg to the base of the Rocky Mountains from 
all communication with the rest of the world, from which 
many of its supplies are obtained, including for much of the 
line the coal which is there almost as indispeusable to life 
as bread.. If the closing of the road in winter were expect- 
ed, of course the winter’s supplies of all kinds would be laid 
in beforehand: but when the people have depended 
upon getting supplies through duriug the winter they 
ean hardly live without the railroad. But the com- 
pany has too great an interest in the prosperity of 
that country to be willing that anything of the 
kind should happen. It would have a great effect in re- 
stricting immigration and reducing the price of the vast 
amount of land owned by the company. Doubtless a very 
light train service will be most economical to the company 
in winter, so long as the territory on its line is so very 
thinly peopled, and would suffice abundantly to serve the 
country ; and in case of great storms of snow the closing of 
the road for a considerable period may be unavoidable and 
a saving to the company ; as with a light train service it is 
very much more difficult and costly to keep a road clear. 
In 1881 there were stations on a new line in Western Min- 
nesota and Eastern Dakota which were not reached by a 
train from some time in February until May, the whole 
force of the road having been fully engaged in keeping it 
clear further east, where there were more people to be 
served by it, and which must be cleared before the western 
section could be reached. 








THE MAINTENANCE OF TRUNK LINE RATES, by an agree- 
ment made just before the great railroad war of 13881 
broke out, was to be attempted by giving the Com- 
missioner authority, on learning that any line at 
any place bad accepted a lower rate than the agreed 
one, to make that lower rate the open and general rate. It 
seemed, and seems, that the agent who might cut 
a rate five cents to secure the shipments of a single 
miller or packing house at some unimportant (or import- 
ant) competing point, believing that nothing more serious 
than asquabble would be likely to follow, with possibly a 
reduction to meet his own on a little freight at the same 
place, would be very unlikely to do it if he knew that as 
soon as the cut was known he would have to accept 
a similar reduction on all his through traffic. At that 
time it was left to the discretion of the Commissioner to en- 
force this rule. It was done once or twice when war was 
inevitable; but since 1881 no action has been taken under 
it, the companies which have complained of cuts always 
protesting, we believe, against its application. At a meet- 
ing of the trunk line managers last Wednesday it is said 
that it was agreed that this rule should be made posi- 





tive, so that a general reduction must follow the 





Se ee a a es 








A IO Nit RE RPI Bey” 





844 


THE RAILROAD GAZETTE. 


[DECEMBER 21, 1888 








proof of any cut. Unless there is a great change 
in the way of doing things, there will be call for 
the enforcement of the rule every week; for though, except 
for a time this year, rates have been pretty well maintained 
as to the great bulk of the business since the war of 1881, 
there has almost always been some cutting going on. 
Whether proof sufficient to satisfy the enforcement of the 
rule is to be had in most cases or in many cases, we do not 
know. 

This is a heroicremedy, which may result in a reduction 
of a dollar a ton in the profits on shipments amounting to 
150,000 tons a week because some one has cut a rate 5 vents 
per 100 Ibs. on a few car-loads; but if enforced inflexibly 
in every instance for a time, it seems tbat it must in- 
evitably put a stop to such irregularities. It would 
be a great protection to the public, assuring every 
shipper rates as favorable as any of his competitors can 
obtain. by the arts which some of them exercise with 
great shrewdness to secure a reduction in the rates for their 
individual shipments. We fear, however, that when it comes 
to the point of sacrificing some bundreds of thousands of 
dollars, the same authorities that have made the rule posi- 
tive will take special action to except that particular case. 
It is not intended, of course, that a reduction so made should 
be permanent, and it has been specially provided that after 
such a reduction an advance to the old rates may be made 
without giving the usual ten days’ notice. 

If this rule is rigidly enforced, we may expect rates to be 
reduced more than once during this winter, and the aggre- 
gate earnings on through freight, notwithstanding advances 
of rates closely following the reductions, will probably be 
considerably less than if there should be the usual amount of 
cutting and the usual amount of attention to it. 








CuicaGo THROUGH RAIL SHIPMENTS EASTWARD for the 
week endiug Dec. 7, excluding all made at the old rates 
(which ought not to have been considerable, but very likely 
were), have been as follows for the last five years : 

1879. 1880. 1881, 1882. 1883. 
, eee 40,959 59,203 56,768 23, 970 44,592 

Last year this was the first week after the advance of 
rates, and a great deal more was carried at the old rates, 
and not included in the report, han at the new ones. The 
incomplete Chicago report of through and local shipments 
made the total 50,933 tons last yearand 54,632 tons this 
year, and usually the figures in these reports are smaller 
than those of the complete report. Last year the finally 
corrected report for December made the total shipments 
for the month 48,779 tons more than the sum of 
figures reported weekly, the latter excluding the traffic 
taken at old rates, nearly all, doubtless, in the first helt of 
the month. 

The incompleteness of the statement of tonnage mekes 
the percentages of little significance. Of the shipments re- 
ported (taken at full rates) the Chicago & Grand Trunk car. 
ried 20.5 per cent., the Michigan Central 19, the Lake Shore 
10.8, the Nickel Plate 6.5, the Fort Wayne 19.6, the Chi- 
cago, Si. Louis & Pittsburgh 12.3, the Baltimore & Ohio 4.3, 
and the Chicago & Atlantic 7.5 per cent.—the three Vander- 
bilt roads carrying 35.8 per cent. of the whole, against the 
48% per cent. awarded them, and the two Pennsylvania 
roads 31.9, instead of 2714. 

For the week ending Dec. 15 the incomplete report of 
through and local shipments from Chicago shows a total of 
54,535 tons, against 52,642 in the corresponding week of 
last year, and 54,632 in the previous week of this year. The 
Michigan Central carried most, 21.8 per cent. of the whole; 
followed by the Lake Shore with 17 per cent. The Nickel 
Plate also had 9.5, so that the three had 48.3 per cent. of the 
whole, instead of the 4334 to which they are entitled. They 
have heretofore generally fallen far short of their alloted 
percentages. 








THE OMAHA PooL COMPLICATION seems to be as obscure 
now as ever. No definite statement has been made of the 
so-called ‘‘ tripartite agreement ” between the Union Pacific 
on one side and the Rock Island and the Milwaukee & St. 
Paul on the other; but there have been intimations that it 
covers several different points of greater or less importance 
and reasonableness, and these statements have been made 
at different times by different persons, apparently purposely 
in a obscure way, and intended to lead the public to believe 
that the provisions of the contract are such as the Burling- 
ton and the Northwestern cannot accept, without saying so 
directly. This apparent disposition to enlarge upon the 
probable serious effect of the arrangement has led many 
to believe that the complication is at bottom what Wall 
street calls a ‘‘ milking machine;” that is, that it is virtu- 
ally a conspiracy to bear stocks by leading holders to be- 
lieve that their property is threatened by grave dangers. 
It ought not to be necessary to say that this is a crime 
worse than highway robbery, because the perpetrators are 
the trustees of the persons whom they rob; but there can be 
no doubt that it is a crime which has been perpetrated more 
than once, and that the actual plotters have sometimes suc- 
ceeded in getting the aid of persons entirely innocent 
of evil intent, by setting up a cause of trouble which 
bas some show of reasou in it, and promises 
possible legitimate advantage to those whose co- 
operation is wanted. Thatis, one party is in earnest ina 
movement which promises to make a great row, begun or 
suggested by parties whose chief motive is to profit by the 
effect of the trouble or the prospect of trouble on the stock 
market, selling stocks short when the trouble begins, and 
loading up with them about the time they are ready to show 


’ that all is peacefui again. 


It is not at all creditable that any railroad managers should 
be suspected of such doings; but they are. 





IMMIGRATION IN NOVEMBER, as shown by the report of 
the Bureau of Statistics, shows a falling off of about 12 
per cent. from last year, and of 32 per cent. from 1881. 
For November and the eleven months ending with Novem- 
ber the arrivals have been, for three successive years : 





-———-November. — ——— Eleven months. 
1881. 1882. 1883. * 1881. 1882. 1883. 
51,586 40,625 35,393 679,831 686,676 536,430 

For the eleven months the decrease, compared with last 
year, is 150,246, or 22 percent. Since July, however, the 
arrivals have not been so much less than last year, being 
for the four months 168,365, against 179,601 last year and 
284,713 in 1881. 

Immigration is at its height usually during the four 
months from April to July inclusive. In the four months 
from December to March it is usually very light. Last 
year, for instance, the arrivals were but 94,603 in these 
four winter months, while in the next four they were 
299,330. Thus, the arrivals for the next few months will 
not be particularly significant. In the present condition of 
industry in this country it is not desirable that there should 
be a large immigration, except of people who are prepared 
immediately to settle on farms, new or old. Usually buta 
small proportion of the immigrants become farmers at 
ounce, and most probably never do. 











THe Next Wueat Crop already engages attention. 
The Illinois Department of Agriculture has reported the 
acreage and condition of winter wheat in Illinois Dec. 1 
and finds the acreage 51 per cent. less than last year, and 
the condition 4 per cent. below an average condition, while 
last year at this time it was 6 per cent. below an average. 
Though the acreage is less than last year, and still less than 
that sown in 1880, it is greater than in any other year. As 
illustrating what we have often remarked as to the great 
difference between the northern and southern parts of this 
state as wheat growers, we may say that while the figures for 
acreage now submitted show in the northern 28 counties, 
which have a little less than a third of the area of the 
state, there are but 31,491 aces of winter wheat ; while in 
the single county of St. Clair, opposite St. Louis, there are 
146,695 acres, and in four adjacent counties near St. Louis 
there are 467,000 acres. The average in the northern 28 
counties is but 1,125 acres per county ; in the southern 74 
counties it is 36,763 acres per county. In fact, the northern 
counties have so insignificant an acreage that they need not 
be considered at all. They grow more spring than winter 
wheat, yet but little of that. 








THE NEw YorK, West SHORE & BUEFALO COMPANY 
which expects to open its line through from New York to 
Buffalo, has formally applied for entrance in to the trunk 
line combination. This means that it agrees to be governed 
by the rules of the trunk lines regarding through traffic, 
will accept a shareof the traffic, and agree to maintain 
rates under penalty of being cut off from its connections if 
it does not keep its agreement. Its share of the traffic must be 
determined by agreement of the roads concerned, or, if they 
caunot agree, by arbitration, which the company by joining 
the combination agrees beforehand to accept. This agreement 
to accept arbitration is the essence of the whole contract, 
but it seems to be ignored by many who treat of such com- 
binations, who often say that trouble is likely to be caused 
by the impossibility of agreeing upon the proportions in 
which traffic shall be divided. But whena company becomes 
part of such a co-operative association, it by that act agrees 
to accept whatever share of the business may be awarded if 
by the tribunals established for such purpose, having a right 
to appeal and to call for a revision of the award at stated in- 
tervals, which latter right may be of prime importance to a 
new road whose traffic has yet to be developed. 








PROVISION ExPoRTS IN NOVEMBER were again much 
larger than in the corresponding week of last year, there 
being an increase of 25 million pounds (60 per cent.) in hog 
products and of 11 millions (66 per cent.) in cattle products. 
The exports of hog products were also 8 per cent. greater 
than in November, 1881, but they were very much less 
than in that month for three years previous, when they 
ranged from 98% to 112 millions of pounds. Thus they 
show a recovery from the great falling-off that followed 
the bad corn crop of 1881, but nothing like the activity of 
previous years. 

The exports of beef tallow and dairy products, however, 
were the largest ever made in November, and the fresh 
beef exports have not been equaled in any month before, 
except in December, 1880. The value of the total provision 
exports was 30 per cent, more than last year. For the 11 
months ending with November the increase in value is 22 
per cent., amounting to $18,519,236. 








Foreign Railroad Notes. 


The Berlin City Railroad (elevated) in the four months end- 
ing with August last carried 627,449 passengers, which is 17 
per cent. more than last year in the corresponding four 
months. The heaviest travel was on Whitsunday and Whit- 
monday (152,587 in 1883 against 121,293 in 1882). Thus it 
seems that nearly one-fourth of the travel of the four 
months was carried on these two days, which shows what 
capacity the road has. For the first six months of its fiscal 
year the gross earnings of the road were $346,168, which is 
at the rate of nearly $50,000 per mile of road, and 238 per 
cent. more than last year. ltisan extremely costly struc- 
ture, chiefly of masonry, capable of bearing the heaviest 
trains. The Third avepue road in New York earned last 
year nearly $298,000 per mile of road, 








The Prussian Secretary of the Interior has requested 
that the greatest possible use of the Prussian Technical 
Testing Establishment at Berlin be recommended to the 
various railroad authorities. Resort should be had to it es- 
pecially in all cases where there have been unusual fractures 
or destruction of materials, especially if an accident re- 
sulted. It is the business of the establishment in such cases 
to ascertain the causes of the failure by mechanical and 
chemical investigations. The more materials are subjected 
to tests—especially such as appeared satisfactory when 
accepted, but failed in use—the easier will it bs by comparing 
the results to approach the final solution of some now quite 
obscure questions concerning the relation hetween the 
chemical and physical properties of construction materials, 
especially iron and steel, and to prescribe those specifica- 
tions which will secure the greatest possible safety in the yse 
of the products. 


Russia adopted the 5 ft. gauge, for the very purpose, it 
was said, of making it different from that of the roads in the 
countries west of it, so that they might not be able to use 
its roads should they invade Russia, It has recently dawned 
upon the Russians that as the Americans have been 
able to change the gauge of several hundred miles 
of railroad ina single day the Germans or Austrians 
could probably -hange the gauge of the Russian roads 
quite as fast as they could invade the country, and 
have the use of their enormous rolling stock in supply. 
ing the army of invasion. They fear, however, that should 
Russia invade one of these countries, it would not be so easy 
to widen the gauge to suit the Russian rolling stock, and 
they begin to think that their peculiar national gauge, to 
maintain which they have assumed the cost of transferring 
all freights crossing the border, and which, therefore, in 
time of peace is universally regarded as a disadvantage, in 
time of war will be an obstacle to no one but themselves. 


It seems that railroad employés in the service of the Ger- 
man State railroads will be careless and neglect the pre- 
cautions which they are ordered to take for their own safety, 
just like company employés here. The official sheet of 
the Prussian railroad service Oct. 17 contained a circular of 
the Minister of Public Works, which says: ‘‘The fact that 
numerous injuries to employés and laborers continue to 
occur in the exercise of their service, especially in making 
up trains, and that these injuries for the most part are 
attributable to want of attention to the existing rules for 
safety or doing what is positively forbidden, gives me 
occasion to call to mind the circulars of Feb, 20, 1878, and 
Nov. 26, 1879, which treat of this subject. 

‘* By the last named circular it was directed that the rules 
for operating should be properly modified so far as they con- 
tained directions which could hardly be executed. Since 
the requisite changes have been made it must now be ex- 
pected that the duly appointed supervisory officers insist 
with all energy on the strict following of the existing rules 
for operation, and that the violation or neglect of these rules 
be punished inexorably, even in those cases when no accide:t 
is the result.” 








THE SCRAP HEAP. 


Locomotive Building. 


The Grant Locomotive Works in Paterson, N. J., recently 
delivered two engines with 16 by 24 in. cylinders and 5-ft. 
drivers to the San Francisco & North Pacific road. The 
have steel boilers and the fire-boxes are built to burn wood. 

Park Brothers, of Pittsburgh, recently made application 
to the Chancellor of New Jersey for an order directing an 
accounting by the Grant Locomotive Works under the ar- 
rangement made by that company with its creditors several 
years ago. The company represented that there had been 
re profits made, but agreed to present the accounts in 

‘ourt. 

The Cleveland, Columbus, Cincinnati & Indianapolis 
shops at Brightwood, Ind.. recently completed a new mogul 
freight engine for the road. 


Car Notes. 


The LaFayette Car works in LaFayette, Ind., have taken 
an order to build 300 box-cars for the Rochester & Pitts- 
burgh road. 

The Marshall Car Wheel & Foundry Co. in Marshall, 
Tex., has begun to use its new foundry, which has a capacity 
of 100 car wheels a day. Theiron used for wheels is char- 
coal iron made at the company’s furnace near Jefferson, 
Tex., from local ores 

The Buffalo Car Works in Buffalo, N. Y., have taken a 
contract to build 500 gondola cars for the Rochester & 
Pittsburgh road. 


Iron Notes. 


The rolling-mill of Atkias Brothers, in Pottsville, Pa., has 
shut down for the present. The length of the stoppage is 
uncertain. 

The Springfield Iron Co., in Springfield, Ill, is filling an 
order for some very large steel plates. One of these is 228 
in. long, 73 in. wide and %& in. thick. 

Etna Furnace, near Gave Soring, Ga., has gone into 
blast again after a short stoppage. 

The Elba Iron and Bolt Co., in Pittsburgh, has just put six 
new puddling furnaces io operation. 

Coosa River Furnace, at Gadsien, Ala,, was almost en- 
tirely destroyed by fire December 10. The fire was caused 
by an explosion of gas, and destroyed the buildings and 
machinery and damaged the furnace badly. The loss is 
estimated at $175,000. 

The Iron City Forging Co., a new concern, has completed 
its works at Sumner station, near Pittsburgh. 

The Helmbacher Forge & Rolling Mill So. .,in St. Louis, 
is filling large orders for car links and pins. 


Manufacturing Notes. 


The compressed air used in sinking the caissons of the Bis- 
marck Bridge (recently described) was furnished by two No, 














DECEMBER 21, 1883] 


THE RAILROAD GAZETTE. 





848 








4 duplex air compressors, made by the Clayton Steam Pump 
& Air Compressor Works in Brooklyn, N. Y. While one of 
these compressors was capable of furnishing an adequate 
supply of air it was preferred to keep both running at a 
lower speed. The compressors ran very smoothly, and in 
the case of the first foundation put in were kept in opera- 
tion for 80 consecutive days without letting off the pressure. 
The caissons were 26 by 74 ft.. and were sunk about 50 ft. 
below the surface of the water. 

The Beckwith Auto-Pneumatic Signal Co. has been organ- 
ized in Pittsburgh to make signals under the patents of W. 
C. Beckwith. 

The Hall Railway Signal Co. has arranged to remove from 
Meriden, Conn., to Philadelphia, where its business will be 
united with that of Wharton Railway Switch Co., under an 
agreement lately made. 

The Globe Iron Works in Cleveland, O., are building a 
new iron steamer for lake service. The Cleveland Rolling 
Mill Co, furnishes the steel angle plates and deck beams. 

The Osgood Dredge Co, has been {organized in Albany, 
N. Y., for the purpose of designing, constructing and operat- 
jng the Osgood boom dredges and all kinds of steam excava- 
tors, ditching and hoisting machines and derricks. The 
company has bought the patents, pattern, drawings and 
entire business and good-will of Osgood & MacNaughton, 
whom it succeeds, and with new patents and increased 
facilities is now prepared to build at sbort notice power- 
ful and durable dredges and excavators, and to make 
designs for all kinds of special work. The officers of the 
company are: Ralph R. ood, President ; James Mac- 
Naughton, Vice-President ; John K. Howe, Secretary and 
Treasurer. It has offices at No. 37 State street, Albany, 
N. Y., and No. 43 Astor House, New York. 


The Rail Market. 


Steel Rails.—The market is pretty steady at $35 per ton 
at mill, with few sales reported for winter delivery, but 
many inquiries for next year, and large orders offered at 
lower rates, : 

The fron Age says: ‘There are numerous inquiries for 
rails, and orders are being placed rather freely among 
Pennsylvania mills. It is understood that several mills are 
now fairly well supplied with orders, and they hesitate to 
accept more for next ‘summer or fall (lelivery at present 
quotations. There seems to be a confident feeling among 
the largest companies as to next year’s business, now that 
it is known what they can depend upon, as wages and other 
items of cost are being adjusted to meet the low prices 
which have been accepted, but the immediate question is 
how to get through the winter, orders for early delivery be- 
ing very scarce. Some mills will probably be closed part of 
the winter, and others will be run with as ligat production 
as possible, in order to keep up their organization of work 
men. 

Rail Fastenings.—Spikes continue to be quoted at $2.50 
to $2.60 per 100 Ibs. in Pittsburg and track-bolts at $2.90 to 
$8 per 100 lbs. for square nuts, and $3.10 to £3.20 
for hexagon nuts. Splice-bars are quoted at 2.9 to 8 cents 
per pound. The market is weak and large orders could 
:robably be placed somewhat lower. 

Old Rails.—The demand for old iron rails is lighter and 
the market somewhat dull. Quotations are about $23 to 

28.50 per ton at tide water for tees and $25 for double- 
heads. 


A Faithful Express Messenger. 


The following adventure, although happening some time 
ago, has never appsared in print. The hero, a resident of 
Cincinnati, for by that title he deserves to be known, was a 
messenger in the employ of the Adams Express Co., and 
running on the Ohio & Mississippi Railroad, between Cincin 
nati and St. Louis. 

One intensely cold night, in midwinter, in 1866, the ex- 
press train from Cincinnati reached East St. Louis several 
hours late. The magnificent bridge over the Mississippi had 
not been constructed, and passengers and freight had to be 
transferred by ferryboat. At the time referred to the river 
was frozen over,and teams crossed over without difficulty in 
the daytime. But at night,owing to the treacherous airholes 
in the ice, no transfer could be made, The messenger, when 
he reached East St. Louis, had $90,000 in currency with 
him, and had been instructed to deliverit to the St. Louis 
office that night,the east side of the river not being regarded 
very safe at that time. 

A little after 10 o’clock at night, equipped with a lantern, 
and carrying his valuable burden with him, the messenger 
started across theriver. The mercury was below zero, and 
the wind blowing a gale added to the discomfort. There 
was a mile of ice between him and his destinativn, with 
hundreds of invisible air-holes to look out for and avoid, but 
he counted upon making the shore in half an hour at most. 

He made good progress for the first half of the distance, 
when a slip on the ice and a fall extinguished the !antern. 
In such a wind a match could not be made to burn, and 
there was left no other course but to retrace his steps or 
push on. He chose the latter, because he could be guided b 
the street lamps in the city. Getting down upon_his hands 
and knees he commenced his journey anew. Every few 
feet he would encounter a dangerous place and must crawl 
around it, sometimes a distance of only a few feet and often 
several rods. Not a single foot of the distance could be 
traveled upright. Many times he felt discouraged and 
tempted to give it up. 

After a while he felt himself slowly freezing to death, as 
he recognized the symptoms, and he felt a sort of joy that 
he could at least die a painless death after the suffering he 
had been enduring. But he pushed on in spite of the drow- 
siness that was rapidly overcoming him. At length he 
reached the shore, when he, for the first time, thought of a 
new danger in the rough characters that belong on the river 


front. Thus stimulated he tried to make his way up town. 
Fortunately he ran across a policeman, who literally dragged 
him to the express office. e was able only to band the 


package to the receiving clerk, and sank to the floor insen- 
sible. He had been two hours in making the distance, and 
more than two-thirds of that time had been spent in crawl- 
ing over the ice. He recovered, but bis shortened stubby 
fingers of both hands tell, in part, the story of the terrible 
suffering of those two hours, and the su uent days of 
torment while under treatment.—Cincinnati News-Journal. 


The Massachusetts Commission on the Worces- 
ter Accident. 


The Massachusetts Railroad Commissioners have made 
a report upon the accident at North Worcester on the Bos- 
ton, Barre’'& Gardner Railroad on Nov. 28. A train made 
up of an engine, baggage car, smoker and passenger car 
started from Winchendon for Worcester at 12:30 p. m., and 
left North Worcester about 2:08 p. m. After running 
about 350 ft., and having attained a of not more than 
12 miles an hour, the third car, which was crowded with 
passengers, left the track on the outside of a curve of 4° 55’, 
breaking the coupler and rolling down the bank a distunce 
of 58 ft. The embankment was about 15 ft. high. Thirty- 
eight of the passengers were more or less injured, and two 
of these bave since died. No was lost in sending medi- 
cal arid other aid; and the wounded were cared for with 


promptness and humanity by the neighbors and by persons 
connected with the railroad. 

The Commissioners found the track in fair and safe con- 
dition, and there was ~o evidence of a spreading of the 
rails, They say the first thing that occurred to many rail- 
road men upon hearivg of this accident was that ‘‘ the 
trucks did not curve,” thus forcing the wheels to “ride the 
rail.” Upon examination, a probable cause for this a 
peared in the fact that the curve-plate on the left-hand side 
of the forward truck was bent out of position, one bolt being 
broken and one bent, This would —— prevent the 
truck from curving properly, so that instead of following 
the curve it would keep on straight, running over the rail 
on the embankment, as this truck did. It is of course im- 
possible to say with certainty that these bolts were injured 
before the derailment, and not by the derailment. But if 
brcken and bent before, that is a sufficient cause for the ac- 
cident; and no other plausible reason has been suggested for 
it. It is quite possible that the breakage occurred when the 
heavily loaded car passed around the last curve before 
reaching North Worcester. Ard if this did happen, the 
wheels would at the next curve act just as these wheels did, 
and just such an accident would result. ‘‘In our belief,” 
say the Commissioners, ‘“ this was the cause of this sad 
event. And if this was the cause, it could not have been de- 
tected at Winchendon or at Gardner, where the wheels were 
tested, because it probably bad not occurred when the train 
was there, happening in all probability at the last sharp 
curve.’ 

The Board defends the managers of the road against the 
accusation of attempting to destroy evidence by removing a 
rail on the inner side of the curve, It is clear to all the 
Board that the condition of this inver rail is of no weight as 
explaining the accident. The derailed car was remarkably 
strong, and was properly fitted with tools. The stove was 
all that could be desired. 


A Skeleton in a Cab. 


The discovery of Indian m ounds in burial places is not a 
rare occurrence in Western New York, but it is but lately 
that steam shovels used in constructing a railroad have turned 
out numbers of the skeletunsof the aborigines. On Satur- 
day last a gang of men at work with a steam shovel in 
Kent’s gravel pit, on the West Shore Railroad, two wiles 
west of Palmyra, on the apex of a mound exhumed four 
skeletons of Indians. Two of the skeletons were quite per- 
fect. One of them was secured by a Mr. Brown, while the 
other was hung mag the cab of locomotive No. 111, where 
it will take suadry rides as a dead-head, and will ever 
remind the engineer and fireman of ‘‘grim death.” The 
centre of the mound has not been touched by the workmen. 
When it is more skeletons will be unearthed, probably, and 
the inhabitants of the vicinity can then have a skeleton in 
every house.—Rochester (N. Y.) Post-Express. 


A Case of Conscience. 


The Bridgeport (Conn.) Standard i that the following 
letter was recently received at the Naugatuck Railroad 
office, in that city, and the contents, 40 cents, entered in 
red ink to the credit of ‘Transportation of Passengers” 
account on the company’s books : 
* Seymour, Dec. 6, 1883. 
‘*Many years ago, probably thirty or more, 1 think, while 
Mr. Waterbury was conductor on the Naugatuck Railroad, I 
went to Ansonia one day on the cars. I tbink I had but 10 
cents with me, which I paid for my fare. If I remember right 
the fare at that time was 15 cents. I have thought of it 
many times lately whether I paid the balance. I wish to be 
quite sure about it, therefore [ have paid to your station 
agent, Mr. Beach, 40 cents, which he will inclose to you, 
wishing to pay the 5 cents with interest. 
ery respectfully, 


Emigrant Chests. 


How the men who handle baggage at the Union depot 
succeed in transferring some of the curious-looking emi- 
grant boxes or chests from one train to another without the 
aid of a derrick is a mystery to a great many people. Some 
of the boxes are so large that they can scarcely be thrust 
through the doors of baggage cars, and they are so heavy 
that they might be made to serve in an emergency as 
anchors for steamships. Those chests which come from 
Germany look as though they were designed to last a cen- 
tury and serve as heirlooms to be handed down from father 
toson. So troublesome did these awkward boxes become, 
when emigration to the Far West began to increase a year 
ago, that the baggage agents of the country deemed it neces- 
sary to hold a meeting and adopt some rule governing 
them for the future, but the rule they adop has not 
proved at all satisfactory. If the gage agents could 
alter the customs of Germany they might induce the emi- 
grants to put their baggage in several boxes instead of one. 
Although they a rule declaring they would not re- 
ceive a single piece of ba, e weighing over 250 pounds, 
the huge boxes continued to arrive with great rapidity. 
The rule was never adopted by the Union Depot Co. 
of this city, as it was considered impracticable. Some of 
the boxes weigh half a ton and contain almost everything 
the emigrants owned in Germany, with the exception of 
their houses and barn-yards.—St. Louis Republican. 


eK? 


An English Shareholders’ Association. 


An organization called ‘the RailwayShareholders’ Associa- 
tion,” in which Sir Edward Watkin is prominent, has been 
started in England with the following objects : 

‘* 1. To minimize the interference of irresponsible state 
officials with the regulation and management of ey 
and with the rates fixed by acts of Parliament, and by the 
necessities of competition. Such regulation and manage- 
ment were originally given by Parliament to boards of di- 
rectors, ‘elected by and responsible to the shareholders 
whose property they administered, and ought not to be 
transferred to Government officials, unless that property is 
purchased by Government. 

‘*2, The unconditional repeal of the railway passenger 
duty, avowedly imposed on account of the existence of taxes 
upon other means of locomotion, all of which bave now been 
removed, and the burden left upon railways alone. 

‘“*3. An alteration in the present system of local rating, 
by which railway property is practically left to the varying 
decisions of assessment committees, who in this case actually 
tax profits of trade and subject railways to a burden rela- 
tively heavier than that imposed upon any other property 
subject to local taxation. 

“4, An alteration in the laws relating to compensation 
for railway accidents, so that some limit may be imposed 
upon the practice of awarding ruinous amounts agaiast rail- 
way companies, and some equitable proportion be estab- 
lished as between fares often of pence and compensations of 
thousands of pounds.” 


Keeping Christmas. 


General Manager F. N. Finney issues the following cir- 
cular to all employés of the Wisconsin Central road : 





“Recognizing the faithful service and entire devotion of 
the men employed in handling the business of these lines, it 
is with pleasure that I notify you tbat . Dec. 25, 
1888, will be vbserved as a general holiday. All trains, 


excepting passenger and such trains as are necessary to 
move perishable property or live stock, will be canceled on 
that day, and all employés and their families will be car- 
ried free on all trains from Monday morning, Dec. 24 until 
Wednesday evening, Dec. 26. The heads of departments 
will issue passes to all that can be spared from their duties, 
who will make requests upon them. 

‘*T wish you one and all a Merry Christmas and a Happy 
New Year.” 


Profitable Passenger Traffic. 

Acorrespondent of the New York Tribune writing from 
Syracuse says : 

“A funny story is told in connection with the West Shore 
road. Last week a Syracusan purchased a ticket to New 
York and took his seat in an elegant car—the sole occupant. 
He handed his ticket to the conductur, who at first refused 
to take it, but finally did so, saying, apologetically, ‘Excuse 
my distrust, but this is the first New York ticket I have 
ever seen. Syracusans all have passes to New York.’” 


@eneral Qailroad Wews 


MEETINGS AND ANNOUNCEMENTS, 


Meetings. 

Meetings will be held as follows: 

New York, New Haven & Hartford, annual meeting, in 
New Haven, Conn., at 11 a. m. on Jan. 9, 

Pennsylvania & New York, annual meeting, at the office 
in Philadelphia, Jan 14, at noon. 

Philadelphia & Reading, annual meeting, in Association 
Hall, Philadelphia, Jan. 14, at noon. 


Dividends. 


Dividends have been declared as follows : 

Boston, Revere Beach & Lynn, 3 per cent., semi-aunual, 
payable Jan 1, to stockholders of record Dec. 22. 

Central of Georgia, 314 per cent., semi-annual, payable 
Jan. 1. The last dividend was 4 per cent., and it has here- 
tofore been announced, by mistake, that the January divi- 
dend would be the same. 

Flint & Pere Marquette, 344 per cent., semi-annual, on the 

referred stock, payable Jan 15. Transfer-books close Dec. 














New York, New Haven & Hartford, 5 per cent., semi- 
annual, payable Jan. 2. 

Northern Central, 4 per cent., semi-annual, payable Jan. 
15, to stockholders of record Dec, 31. 

Norwich & Worcester (leased to New York & New 
England’, 5 per cent., semi-annual, payable Jan. 10, to 
stockholders of record Dec. 31, 

Richmond, Fredericksburg & Potomac, 24 per cent., 
a on the stock and dividend obligations, payable 

an. 1. 


Mail Service Extensions. 
Mail service has been ordered over new railroads lines as 
follows : 

Bellaire, Zanesville & Cincinnati, service extended from 
en O., to Zanesville, 70 miles, to date from Dec. 
Rochester & Pittsburgh, service ordered over the Buffalo 
Division, 44 miles, making through service from Buffalo to 
Punxsutawney, Pa., once daily each way. 


Buffalo Railroad Club. 


The Buffalo Express of Dec. 17. says: *‘At Hesper Hall, 
corner of Washington and Swan streets, to-morrow evening 
will be held a meeting for the organization of the Buffalo 
Railway Club. It is proposed to organize a club for purely 
social Eetpos. The idea originated a couple of months 
ago with Mr. Fortier, of the White Line, and a few friends. 
The idea appears to be popular and a permanent organiza- 
tion will donbtless be made. It is proposed to restrict the 
membership to the clerical and official departments of the 
Buffalo railways and fast freight lines, which employ, it 1s 
estimated, not far from 1,000 young men.” 


New England Railroad Club. 


The regular monthly meeting of the New England Rail- 
road Club was held at the rooms Wednesday evening, Dec. 
12. There were some 50 members present. 

The minutes of the November meeting were read and 
eccepted. The date of meeting was voted to be changed 
from the second to the last Wednesday of each month, 
commencing with January, 1884, so that the next regular 
monthly meeting will be held Wednesday, Jan. 30, 1884. 
Subject to be announced. 

Quite an interesting debate upon the question of bar iron, 
as entering into the construction of passenger equipment, 
occupied the evening; Messrs. Adams, Cochnower, Richards, 
Taylor, Partridge, Foster, Lauder and Gordon joined in the 
discussion. A communication upon the subject was read 
from Mr, J. M. Ford, of the Boston & Albany Railroad, 
who was unable to be present. 

Mr. Lauder, late of the Mexican Central Railroad, was 
appointed as a committee to ascertain the cost of establish- 
ing a laboratory in connection with the Club, where 
material can be tested, the expense of the same to be paid 
by the different roads interested. 

The subject for the next meeting is yet undecided, but 
‘*The Wheel of the Future for Engines and Cars ” was sug- 


Meeting of Master Car-Builders. 


A meeting of Master Car-Builders was held at the Tifft 
House, Buffalo, Dec. 12, at which the following gentle- 
men were present: Charles Graham, Robert McKenna, 
Delaware, Lackawanna & Western; J. W. Marden, Fitch- 
burg; J. D. Mclivain, Grand Trunk ; John Kirby, A. C. 
Robeson, Lake Shore & Michigan Soutbern ; J. 8. Lentz, 
Lehigh Valley ; R. Miller, R. Putts, Michigan Central ; 
Leander Garey, E. A. Olmstead, New York Central & Hud- 
son River ; John McKenzie, New York, Chicago & St. 
Louis ; F. M. Wilder, New York, Lake Erie & Western ; E. 
H. Bowman, Pennsylvania and New York ; J. P. Hovey, 
Rochester & Pittsburgh. 

Mr. F. M. Wilder was called to the chair, and Mr. J. 8. 
Lentz was made Secretary. 

After discussion the following 

adopted : 
** Resoloed, That itis the sense of this meeting that roofs 
blown off cars while in transit, and which upon examina- 
tion show faulty construction, namely : The ends of the car 
lines improperly fastened to the plates, tin roofs improperly 
cleated down, or rvutten car lines or | pom the owner of said 
car or cars shall be at the expense of replacing the roof, and 
not the companies in whose possession the car was when the 
roof was blown off. 

** Resolved, That all cars unfit for interchange traffic be 
marked ‘Local’ and the capacity be stenciled on said cars. 

‘** Resolved, That cars in through traffic which bave leaky 
roofs be marked with a sizn, stenciled ‘leaky roof ; sent 
home,’ and that the road responsible for the car be notified 
of the condition of all such cars.” 


resolutions were 





It was decided to hold another meeting at the same place 
on the second Wefinesday of February next, 





is 
{ 
. 
4 
' 
' 
f 
' 
‘ 
4 
f 





field & Memphis.—Mr. F. E. Nettleton is ap 
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ELECTIONS AND APPOINTMENTS. 





Brunswick & Western.—The following appointments have 
been made to date from Dec. 12: Mr. O. R enson, Gene- 
ral Freight and Passenger Agent, and Mr. J. A. McDuffe, 
Traiu-Master, vice Mr. D. H. Fitch, resigned. Mr. E. D. 
Wolffe, Agent at Albany, Georgia. 


Buffalo, New York & Philadelphia.—Mr. P. G. Dwyer, 
late Train-Master, has been appointed Superintendent of the 
Buffalo Division, in place of Mr. J. T. Gardner, who has 
gone to the Rochester & Pittsburgh road. 


Buffalo & Southwestern.—This company has elected the 
following officers: President, John F. Moulton; Vice-Presi- 
dent, James Adams; Secretary and Treasurer, W. 8S. Bissell. 
The road is leased to the New York, Lake Erie & Western. 


Carson & Colorado.—Mr. Hume Yerrivgton is appointed 
Purchasing Agent. Mr. M. M. Hyde is appointed Master 
Car-Builder in place of B. W. Lyon, resigned. 


Chain of Rocks Bridge Co.—This company has_ been 
organized at St. Louis with the following directors: James 
P. Card, John Edwards, John L. Ferguson, William Glas- 
gow, Jr., Amos F. Hoffer, Thomas Howard, E. Wells. The 
board elected Thomas Howard President; William Glasgow, 
Jr., Vice-President; Amos F. Hoffer, Secretary; Jobn L. 
Ferguson, Treasurer. 


Eastern —The new board has elected Mr. Arthur J. Sewall, 
of Bath, Me., President in place of Mr. George E. B. Jackson, 
and has re-elected Francis I. Amory, Clerk ; N. G. Chapin, 
Treasurer; W. J. Hobbs, Auditor. 


Engineers’ Club, of Philadelphia.—At the monthly meet- 
ing on Dec. 1 the following gentlemen were elected active 
members of the Club: Waiter Atlee, Daniel P. Bruner, 
Albert W. Dilks, H. V. Elmer, Audrew Haig, E. Nichols, 
Wm. W. Perkins, H. W. Spayler, Josef C. Turk, R. W. 
Waddell. 


Galveston, Harrisburg & San Antonio.—The following 
circular from Superintendent E. G. Thompson is dated 
Houston, Nov. 24: 

**On Nov. 30, 1883, the Houston Division will be consoli- 
dated with the Louisiana and San Antonio Divisions. 

“The Louisiana Division and authority of Mr. W. Irwin, 
Superintendent, and Mr. D.C. Smith, Master Mechanic, 
will be extended west to Glidden. Headquarters at Hous- 
ton. 

“The San Antonio Division and authority of Mr. W, G. 
Van Vieck, Superintendent, and Mr. J, J. Rvan, Master 
Mechanic, will ba extended east to Glidden. Headquarters 
at San Antenio. 

“The El Paso Division and authority of Mr. James Camp- 
bell, Superintendent, and Mr. J. L. Bonner, Master Me- 
= will be extended east to Del Rio. Headquarters at 
5! Paso. 

“Mr. D. T. Davis will remain in charge of the shops at 
Harrisburg.” 

Under this order the Louisiana Division extends from 
Vermillionville to Glidden, 304 miles; the San Antonio 
Division from Glidden to Del Rio, 300 miles, and the El 
Paso Division from Del Rio to El Paso, 461 miles. 


Hartford & Connecticut Valley.—At the annual meeting, 
Dec. 11, the following directors were chosen: Richard D. 
Hubbard, Henry C. Robinson, Hartford, Conn.; Charles M. 
Pond, West Hartford, Conn.; Samuel Babcock, Middle- 
town, Conn.; Daniel C. Spencer, Old Saybrook, Conn.; E. 
H. Trowbridge, George H. Watrous, New Haven, Conn.; 
Wm. D. Bishop, Nathaniel Wheeler, Bridgeport, Conn. 
There is no change froin last year> 


Hartford & Connecticut Western.—At the annual meet- 
ing in Hartford, Dec. 18, the following directors were 
chosen: ©. T. Hillyer, J. F. Jones, L. B. Merriam, Hartford, 
Conn.; Henry Gay, Wm, L. Gilbert, West Wiusted, Conn. ; 
J. O. Phelps, Stmsbury, Conn.; E. T. Butler, Norfolk, 
Conn.; Lyman Dunning, East Canaan, Conn.; Wm. H. 
Barnum, A. H. Holley, Frederick Miles, Lime Rock, Conn. ; 
eg Cornell, Rondout, N. Y.; R. B. Carpenter, New 

vork, 


Huron & Southwestern.—The officers of this new com- 
pany are: J. M. Snedigar, ;President; George W. Sterling, 
Vice-President; Leslie Durley, Secretary; F. E. Stevens, 
Treasurer; T. J. Nicholl, Chief Engineer; L. T. Graves, 
Right-of-Way Agent. Offices at Huron, Dakota. 


Kansas City, Fort Scott & Gulf, and Kansas City, Spring- 
inted General 
Baggage Agent of the above railroads, with headquarters at 
Kansas City, Mo., to date from Nov. 18. All correspond- 
ence relating to that department should be addressed to him. 


Lake Shore & Michigan Southern.—Mr. G. W. Stevens 
has been appointed General Master Mechanic is place of 
James Sedgley, resigned, to date from Jan. 1. He has 
served as Division Muster Mechanic on the road for several 
years, 


Louisville, New Albany d& Chicago.—Mr. N, B. Lasier bas 
been appointed General Baggage Agent, with office in 
Chicago, in place of J. W. Browning, resigned. 


Maine Central.—At the annual meeting in Augusta, Dec. 
19, the following directors were chosen: Darius Alden, 
Augusta, Me.; Abner Coburn, Skowhegan, Me.; Thomas W. 
Hyde, Artbur Sewall, Bath, Me.; Wm. G. Davis, George E. 
B. Jackson, Horatio N. Jose, Portland, Me.; Frank Jones, 
Portsmouth, N. H.; Wm. B. Bacon, Samuel C. Lawrence, 
Richard Olney, Willard P. Phillips, Boston; George S. 
Morison, New York. 


Manhattan Beach.—This company has re-elected Austin 
Corbin President; G. 8. Moulton, Secretary and Treasurer. 
The road is leased to the Long Island Railroad Company. 


Missouri Pacific.—Mr. R. A. Lybrook has been appointed 
Train-Master of the Transcontinental line of the Texas & 
Pacific Division, with office at Texarkana, Texas. 


Naugatuck.—The board has elected Wm. D. Bishop Pres- 
ident, in place of E. F. Bishop, deceased. Mr. Wm. D. 
Bishop is a brother of the late President, and was formerly 
President of the New York, New Haven & Hartford Com- 
papy. 


New York & Boston Inland.—The Connecticut Com- 
pany of this name has elected George Cook President; 
George E. Spare, Secretary and Treasurer. 


New York & New England.—Mr. Enos H. Tucker has 


been appointed Superintendent of the Woonsocket Divi- 
sion. $ 


New York, West Shore & Buffalo.—This road is now di- 
vided into three divisions, as follows: The Southern Divis- 
ion from Jersey City to Albany, Bradley, 
Superintendent, office in New York; the Mohawk Division, 
from Coeyvmans Junction to Syracuse, H. Garner, 
Superintendent, with office in Syracuse; the Buffalo Divis- 
ion, from Syracuse to Buffalo, F. E. Merrillg Superintendent, 
with office in Buffalo, 





Oregon Railway & Navigation Co.—Mr. T. Jefferson 
Coolidge. of Boston, is chossn President of this company in 
place of Henry Villard, resigned. 

Oregon & Transcontinental Co.—Mr. Wm. Endicott, Jr., 
of Boston, is chosen President of this company in place of 
Henry Villard, resigned. Mr. Endicott is a largestockholder 
and has been a director since the company was organized. 


Pontiac, Oxford & Port Austin—At the annual meeting 
in Pontiac, Micb., recently, the following directors were 
chosen: Charles A. Carpenter, Frank H. Carroll, John W. 
Deford, George W. Dabevoise, Alfred A. Fiske, James 
Houston, A. W. Teroy, J. Teneyck. The board elected 


George W. Debevoise President and General Manager ; | 


Charles A. Carpenter, Vice-Prevident ; Frank H. Carroll, 
Secretary. and Treasurer; Jim23 Houston, Superintend- 
ent. 


Providence & Stonington Steamship Co.—At the annual 
meeting in Providence, Dec. 12, the following directors 
were chosen: A. N. Beckwith, D. S Babcock, Samuel D. 
Babcock, Nathan F. Dixon, George M. Miller, Houry Mor- 
gan, E. P. Taft. The compauy is controlled by the New 
York, Providence & Boston Railroad Company. 


Rhode Island & Massachusetts.—At the annual meeting 
last week this company elected directors as follows: Jona- 
than Caase, George L. Littlefield, Hez2kiah Conant, James 

. Ray, Jesse Boynton, Darius Goffe, Jasper G. Ray, 
Edgar K. Ray. Arnold B. Chase. The road is leased to the 
New York & New England. 


Richmond & West Point Terminal Co.—At the annual 
meeting in Richmond, Va., Dec. 13. the following were 
chosen: President, W. P. Clyde: Directors, George F. 
Baker, Calvin 8. Brice, A. 8. Buford, George S. Scott, 
Samuel Shethar. 


Rochester & Pittsburgh.—Mr. James T. Gardner has been 
appointed ieneral Superintendent, a new office on this road. 
He has been for some time Superintendent of the Buffalo 
Division of the Buffalo, New York & Philadelphia road. 


St. Joseph & Western.—The United States Circuit Court 
has appointed Mr. Wm. Smyth, of Keokuk, Is., Receiver 
of this road. 


Seaboard, Pennsylvania d& Western.—The officers of this 
new companyure: President, Robert M. Janney, Philadel- 
phia ; Secretary, C. M. Stabler, Springfield, N. J.; Treas- 
urer, S. E. Heasley, Brooklyn. 


Sinaloa & Durango.—Mr. John E. Bell has been ap- 
pointed Master Mechanic in place of W. P. Dutton, de- 
ceased, and has gone to Culiacan, Mexico, to take charge of 
the office. Mr. Bell was recently on the Lake Shore & 
Michigan Southern road. 


Sioux City @ Pacific.—Mr. W. G. Brownson has been ap- 
pointed Superintendent of Transportation. He was recent- 
ly on the Chicago & Northwestern road. 


Texas & St. Louis.—Mr. George W. Lilley has been ap- 
pointed Traffic Manager, with office in St. Louis. He will 
continue to actas General Freight and Passenger Agent 
also for the present. 


Virginia Midland.—At the annual meeting in Alexandria, 
Va., Dec. 19, the following were chosen: President, John S. 
Barbour; Directors, George S. Scott, George F. Baker, Cal- 
vin 8. Brice, John McAnerney, W. P. Clyde, George 8S. Par- 
sons, A. D. Shepard, J. A. Garland, New York; A. J. Cap- 
ron, Baltimore; R. A. Coghill, C. M. Blackford, W. H. 
Paine, J. T. Lovell, A. S. Buford, James Bryan, C. G. Hol- 
land, of Virginia. 


Virginia & Truckee —Mr. M. M. Hyde has been appointed 
Master Car-Builder in place of B. W. Lyon, resigned. Mr. 
Hume Yerrington has been appointed Purchasing Agent. 


Wheeling & Like Lrie.—At the annual meeting in To” 
ledo, O., Dec. 19, the following directors (one-third of the 
board) were chosen for three years: Melvin C. Day, Arthur 
Levy, W. L. Sutherland, Noah H. Swayne. 





PERSONAL. 
—Mr. W. P. Dutton, Master Mechanic of the Sinaloa & 
Durango road, died recently at Culiacan, Mexico. 





—Mr. George P. Frick has resigned his position as Gen- 
eral Manager of the Express and Telegraph departments 
of the Baltimore & Ohio road, in order to devote his time to 
bis private business. 


—Col. J. G. Foreacre has resigned his position as General 
Superintendent of the Georgia Pacific road, and it is re- 
ported that he has been offered an important position on 
the East Tennessee, Virginia & Georgia road. 


—Mr. Charles P. Clark has resigned his position as Second 
Vice-President of the New York, New Haven & Hartford 
Co., in consequence of his election as President of the New 
York & New England. Mr. Clark remains a director of 
the New Haven road. 


—Mr. D. W. C. Rowland, who recently resigned his posi- 
tion as General Superintendent of the Louisville & Nashville 
Railroad, is now enjoying a short rest from active work. 
He is at present living at his place at Crescent Hill, in Jeffer- 
son County, Kentucky. 


—Mr. L. W. Sandiforth, Superintendent : Charles W. 
Rodgers, General Freight Agent, and S. D. Collier, Road 
Master of the Danbury & Norwalk Railroad, have all resigned 
their positions, to date from Jan. 1 next. The reasons for 
this general vacation of officesare not given. 


—Mr. Henry Villard has resigned his position as President 
of the Oregon & Transcontinental and the Oregon Railway 
& Navigation companies. The reason given for this action 
is that, the Northern Pacific being completed. he should 
devote his time to the management of that company, and 
should give up all official connection with the auxiliary 
and allied companies. 


—There is a rumor that Mr. George M. Robeson is to suc- 
ceed Mr. Franklin B. Gowen as President of the Philadel- 
phia & Reading Co. Mr. Robeson is a lawyer, who has 
served as a member of Congress and Secretary of the 
Treasury, but bas hitherto had no connection with railroads 
except as counsel. It will be remembered that Mr. Gowen 
is a lawyer, and that when he was chosen President he had 
served the company only as its attorney. The present report, 
however, needs confirmation. 


—Mr. Charles Paine has resigned his position as General 
Manager of the New York, West Shore & Buffalo toad, on 
account of ill health. He will sail from New York, Dec. 22, 
and purposes making a tour in Europe, with the expectation 
that rest and travel will restore his health. Mr. Paine went 
to the West Shore road from the Lake Shore & Michigan 
Southern, where he was for a number of years General Sup- 
erintendent, Upon him has devolved the labor of organiz- 
ing the operating departments of the new road and putting 
its machinery into working condition, In his resignation 
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the West Shore suffers a serious loss, for his place cannot 
| easily be filled. 

| —Mr. James K. Taylor, whofor the past 13 years has 
| held the position of Master Mechanic on the Old Colony 
| Railroad, and who recently resigned that office, was on 
| Saturday afcernoon, Dec. 8, called into the repair shops at 
| South Boston and in the presence of several hundred em- 
| ployés presented with a gold-headed ebony cane inscribed 
| ** J, K. Taylor, from employés O. C. R. R., 1883;” a French 
|clock surmousted witb a bronze statue, an _ elegant 
jeasy chair, with foot rest, and a beautiful pair of Parisian 
| Bisque figures. Ha was also given, for himself aud wife, a 
| silver ice-pitcher with two gold-lined goblets. Tbe presenta- 
| tion speech was made by Foreman Kolseth in a few well. 
|chosen remarks. Mr. Taylor, although taken completely 

by surprise, responded in a very appropriate minuer, after 
which he was given three rousing cheers. 


—A dispatch from San Francisco, Dec. 13, says: 
“Charles McLaughlin was shot and killed to day by Jerome 
B. Cox. The tragedy wasthe result of 17 years of litigation. 
McLaughlin was the pioneer president of the Central Gas 
| Light Co., a large capitalist and land owner, and ranked 
| among the millionaires. He was the promoter of the old over- 
|land route, out of which he made considerable money in 

1862. He contracted to build the Western Pacific Railroad 
from San Jose to Sacramento for $5,400,000, and sublet the 
grading of the masonry work to Jerome B. Cox and others 
for $900,000. After 20 miles of the road had been built, 
McLaughlin failed to make payments. Cox, who had put 
$50,000 of his own money, had to stop work. 
McLaughlin -completed the road and sold it 
to the Central Pacific, realizing a large sum. Cox brought 
a suit against the company and McLaughiin for something 
over $150,000, and obtained a judgment, which on techni- 
calities the Supreme Court reversed. Cox amended his com- 
plaint and again recovered. The Supreme Court again re- 
versed the decision. A third, fourth and fifth trial resulted 
similarly. These adverse decisions so weighed on the man’s 
mind that last spring he attempted to shoot Justice Mc- 
Kinsley, of the Supreme Court, who, be believed, was chiefly 
instrumental in deciding adversely. Cox went this morning 
to McLaugblin’s office and demanded $40,000 in settlement 
of accounts. Being refused he shot McLaughlin three 
times. The latter lived 30 minutes. The prominence of the 
varties created intense excitement on the streets. Cox was 
ormerly Captain of the Tenth Indiana Battery and served 
during the war under Rosecrans.” 


—Judge Reuben Hitchcock, of Painesville, O., died at Clif- 
ton Springs, N. Y., Dec. 9, aged 77 years. He had been in 
failing health for some time, and had gone to thesanitarium 
at Clifton Springs in the hope of securing some improve- 
ment. Judge Hitchcock was born in Burton, O., graduated 
from Yale Cullege and was admitted to the bar in 1834. 
After serving for several years as Judge of the 
Circuit and Common Pleas Courts, he resigned in 1855 to be- 
come counsel of the Cleveland & Mahoning Railroad Co. He 
was also Vice-President of the company, and devoted him- 
self to the interests of the road until its completion. He re- 
sumed the practice of law in Cleveland, associating himself 
with James Mason and E. J. Estep, retaining his connection 
with the raiJroad as director and legal adviser. His reputa- 
tion as a lawyer continued to grow, and he took high rank 
in the profession throughout the state. In 1869, when 
the affairs of the Atlantic & Great Western Rail- 
way became complicated, Judge Hitchcock was ap- 
pointed Receiver, and later, in 1875, as Referee of the 
reorganized company. He became widely known 4s 
a successful manager in matters pertaining to railroad 
interests. His ability was unquestioned and his integrity 
above suspicion. His business interests were varied. He 
was one of the original trustees and was among the first 
presidents of the Cleveland Society for Savings. He wasa 
large investor in railroads, and a stockholder in several 
Cleveland corporations. Judge Hitchcock was one of 
the founders of Lake Erie Seminary, trustee of Westeru 
Reserve College, and has always been known as an earnest 
friend of education. In politics he favored progress and 
reform, and has been attached tothe Republican party since 
its organization. His funeral was very largely attended ; 
among the pall-bearers were Messrs. J. H. Devereux, R. P 
Ranney, T. P. Handy, H. B. Perkins and Henry B. Payne. 


TRAFFIC AND EARNINGS. 
Chicago-St. Louis Pool. 
A meeting of representatives of the roads in the Chicago- 
St. Louis freight pool was held in Chicago, Dec. 19, when it 
was agreed tocontinue the pool for six months from Jan. 31, 
when it would expire by limitation. Mr. H. C. Wicker was 
chosen arbitrator of the pool. 
Grain Movement. 

For the week ending Dec. 8 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past ten years: 








Northwestern Northwestern Atlantic 

Year. receipts. shipments. receipts. 
nk ES SE Ce 2,247,072 636,161 1,261,514 
| (ee ere | 742,915 1,835.211 
-, Sr eeererreestiee co! 1,380,152 2,246,464 
re a .2,808,567 1,172,719 2,463,069 
Tl eee 1,453,904 3,097,492 
i, Seer 869,623 2,703,737 
cn RE EET 1,181,301 3,699,096 
ee 3,178,051 1,926,288 2,302,700 
|. SEA eee 2.032,7 3,401,907 
eee 6,509,543 2,377,659 3,249,754 


The week is the first after the close of lake and canal navi- 
gation. 

The receipts of the Northwestern markets for the week 
are very much greater than in the corresponding week of 
any previous year, and were nearly a fourth more than last 
year, when they were larger than ever before. There were 
also 535,000 bushels more than in the previous week of this 
year. This is an unusual course for the Northwestern receipts 
to take, as they usually diminish after navigation closes. 
Last year they were increased in December by unusual re- 
ceipts of new corn; this yearit is the wheat and oats re- 
ceipts that are unusually large. The receipts are especially 
| large at Chicago and Milwaukee, and the latter’s receipts 
are the largest of the year. Duluth receipts are also un- 
usually large for the season. About three-fourths of the 
wheat arrived at these three places, which indicates that it 
is spring wheat chiefly that is moving. 

The shipments of these markets for the week .were also 
larger than in the corresponding week of any previous year, 
though but 345.000 bushels more than last year. It is the 
first week that there were no Jake shipments; but there isa 

decrease of 597,000 bushels (20 per cent.) in the rail ship- 

ments from the previous week, due probably to the advance 
in railrates. The amount gving down the Mississippi was 
76,262 bushels, or 3.2 per cent. of the whole. 

The Atlantic receipts were a little less than last year and 
less also than in 1880, but lurger than in other years. They 
were 377,000 bushels less than in the previous week of this 
| year and were the smallest since July. There were doubt- 
) Jess some Canal receipts at New York during this week, as 
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boats that had passed through the canal just before the 
closing would not get down the Hudson until after Dec. 1. 

Exports from Atlantic ports for this week ending Dec. 8 
have been, for four years: 


1880. 1881. 1882. 1883. 
Flour, bbls... .... . -_ 173,369 58,504 242.268 205,254 
Grain, bu........... .2,366,470 1,042,508 1,394,298 1,879,289 


Including flour the shipments, though about 320,000 bush- 
els less than last year, were 1.497,000 more than in 1881, 
and but 343,000 less than in 1880. 

Railroad Earnings. 
Earnings for various periods are reported as follows: 
Eleven months as a 30: 












18 1882. Inc. or Dec. P.c. 
Ala. Gt. Southern $952,392 $761,973 I. $190,419 250 
Central Pacific... 22.777.34 23, D. 865,068 3.7 
Chi.& Gd. Trunk 2,707,741 C 5. 657,215 32.3 
C., St. P.. M.& O. 5,030,887 L 435,633 9.4 
C..N.0.&T. P.. 2,364,047 I. 5,726 0.2 
Fla. Cent. & West 388,378 L. 19,731 5.4 
Fla. Transit & P.. 467,713 7: L 2.907 25.3 
Grand Trunk...... 16,406,525 5, 3 987,303 6.5 
Gulf, Col. & 8. F. 1,928,817 = 1,387, I. 541,354 39.0 
Illinois Central 

Illinois lines... 6,214,351 6,387,017 D. 172,666 27 

Iowa lines...... 1,871,373 1,788,652 L 22.721 18 

Southern Div... 3,821,290 3,250,722 L 570,568 17.6 
Ind., B. & West. 2,724,721 2,433,805 I. 290,916 11.9 
Marg ,H.& 0... 887,341 1,267,016 D. 379,675 29.9 
Northern Pacific.. 9,179,208 434,901 I 2,744,307 42.6 
Ohio Southern ... 381,162 346,708 I. 34,454 9.9 
Rich. &€Dan...... 3,510,512 3,349,984 I. 169,528 5.1 

Char., C.& A. 750,443 77.706 1. 72.737» =10.7 

Va Midland.... 1,560,312 1,381,352 I. 178.960 128 
Western N.C... 348,253 223,847 LI. 124,406 55.6 
S8t.L..A.&T. HH: 

Nain Line...... 1.326.777 1,331,416 D. 4.633 03 

Belleville Line. 753,838 800,105 D. 46.267 5.8 
St. L. & Cairo... 360.387 345,465 L 14,922 4.3 
Vicks. & Meridian 463,167 414,505 1. 48.662 11.7 

Ten months ending Oct. 31: 

Burlington, Cedar 

Rapid & North. $2,277,364 ($2.276,191 L $1.17 0.1 

Net earnings... 7,705 784,027 D. 116,322 148 
Des. M. & Ft. D 276,102 286,756 D. 10,654 3.7 

Net earnings... 75,894 89,539 D. 13,945 15.2 
Oregon & Cal.... Perea ee PR es weliaas 

Net earnings... See. seinen a Py =< ais 
Utah Central..... 974,000 1,255,214 D. 281,214 22.4 

Net earnings. . 502,824 725,819 D. 222,995 30.7 

Month of October: 

N. Y.& New E.. $304,592 I. $61,285 20.1 

Net earnings... 63,568 I. 40,918 63.9 
Oregon & Cal.... seu Ree <2 2 a = 8% 

Net earnings... Sf alii 7 os 
Oregon Imp. Co. x 81,486 22.8 

Net earnings... L 27,797 | =18.3 
Utah Central..... D. 16,808 12.6 

Net earnings... D. 20,163 243 

Month of November: 

Ala. Gt. Southern. $107,329 $98,086 I. $9,243 9.4 
Central Pacific... 2,100,000 2.139.259 D. 39.259 0.2 
Chi. & Grand T.. 265,082 232,695 I. 32,387 139 
C., St. P., M. & O. 570,766 515,008 I. 55.758 10.8 
C..N.0.&T. P.. 237.483 242,827 D. 5,344 2.2 
Fla C. & West.. 43,556 39,195 IL. 4,661 11.7 
Fla. Transit & P.. 66.920 47,098 I. 19.822 42.2 
Ft. W. & Denver. 42.750 27,400 I. 15,350 56.0 
Grand Trunk.... 1,516,489 1,492,128 L 24.361 1.6 
Gulf,C. & S. F.. 236 925 244.597 D. 7.672 3.1 
I. C., DL. lines... 610,143 583,472 I. 26,671 4.6 

Iowa lines.. 192.808 176,332 I. 16,476 9.3 

Southern Div. . 933,388 518,457 L. 14,931 2.9 
Ind., B. & West... 235,972 256,998 D. 21,026 6.2 
Marg.,H. & O... 61.000 90,891 D. 29,891 32.9 
Northern Pacific. 1,220,300 751,633 I. 468,667 62.3 
Ohio Southern... 37.017 36,625 I. 392 11 
Rich. & Danville. . 363,704 362.922 I. 782 0.2 

Char.,C.& A... £2,021 88.528 D. 6.507 7.3 

Va. Midland.. . 147,016 136,826 L. 10,220 7.4 

Western N. C.. 36,132 23,337 I. 12,795 54.7 
St. L., A. & T. H.: 

Main Line...... 123.884 155,334 D. 31,459 20.2 

Belleville Line 304 72,817 I. 487 0.7 
St. L. & Cairo.... 33,939 36.160 D. 2,22 6.1 
Vicks. & Meri.... 58,461 59,647 D. 1,186 1.9 

First week in December; 

Bur., Cedar Rap. 

& Northern.... $69,956 $55,497 I. $14,459 26.2 
Cc. & East. Tl : 43,254 40,019 I. 3,232 8.1 
Cc. & Gd. Trunk... 64,032 56,931 I. 7.101 12.4 
Ches. & Ohio .... 80,541 63,347 1. 17,194 27.2 

E., L. & B.S... 16,460 11,928 L 382 37.8 
FR. T., Va. & Ga... 99,545 79,316 I. 20,229 25.5 
Georgia Pacific... 10,654 7.697 I. 2.957 38.4 
Peoria, D& Ev.. 15,045 11,417 I. 3,628 31.8 
Oregon Ry. & N.. 105,109 77,753 =. 27.356 351 
Rochester & Pitts. 22,863 6,480 I. 16,383 252.8 

Second week in December: 

C.,M.@&8t. P.... 511, $434,167 I. $76,833 17.7 
Chi & Northwest 411,500 369,400 I, 42,100 114 
C., St. P., M. & O. 116,500 80,800 I. 35,700 44.1 
Denver & R. G.... 152,400 104,700 I. 47,709 45.6 
Louis. & Nash ... 293,300 289.135 L. 4,165 1.4 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 
Coal. 


Coal tonnages for the week ending Dec. 8 are reported as 
follows: 


1883. 1882. Ince. or Dec. P.c. 
ea 735,380 685,248 I. 50.137 7.3 
Semi-bitaminous.... ..... 120,¢78 106,931 I. 13,147 12.3 
Bituminous, Penna...... 64,636 61,518 I. 3,118 5.1 
SN, es hei a 63,081 58,118 I. 4,963 8.6 


The anthracite market is very dull and prices are low. 
Dealers have settled down into the belief that the winter 
will be open and the domestic demand consequently light, 
and it seems also to be the general opinion that a lack of 
harmony among the companies will prevent any serious 
attempt to reduce production. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Dec. 8 was: 





Coal. Coke. Total. 

Lave of rand .... .....402.0.-c00e SARS 52,194 202,052 
From other lines................ 63,454 10,887 74,341 
Bete Lasicitaeiiairinkiseceiitad 213,312 63,081 276,392 


The total tonnage this year to Dec. 8 was 11,618,539 
tons, against 10,416,174 tons to the corresponding date last 
year, showing an increase of 1,202,365 tons, or 11.5 per 
cent . 

The coal tonnage of the Philadelphia & Reading Railroad 
for the fiscal year ending Nov. 30 was as follows: 


1883. 1882, Increase. P.c. 
Phila. & Reading 
proper .... 8,719,978 8,429,828 290,152 5.4 
N. J. Ceritral, six 
enemas <:...5.5..% ROA! © awe. wedss 2,729,395 
| ee . 11,449,373 8,429,826 3,019,547 35.8 


In- this statement the New Jersey Central tonnage is in- 
cluded only from the date of the lease, June 1, 1883, and is 
not reported for the corresponding time last year. The 
statement includes coal for the company’s use, and also 
— coal, the amount of the latter carried being 
small. 

The Illinois Bureau of Labor Statistics estimates the bitu- 
minous coal production for that state for 1888 at 10,508,791 





tons, against 9,115,653 tons in 1882, an increase of 1,393,- 
188 tons, or 15.3 per cent. 

Cumberland coal shipments for the week ending Dec. 15 
were 34,588 tons. The total shipments this year to Dec. 15 
were 2,412,686 tons. 

Cotton. 


The cotton movement for the week ending Dec. 14 is re- 
ported as follows, in bales : 


—Interior markets... ———-Seaports. 





Recei Shipments. Receipts. j 
RR Sr: 155,049 131,230 2°1,163 109,722 
et se 74,027 165,875 262,015 202,583 


The total receipts at the seaports for the cotton year 
(from Sept. 1) to Dec. 14 have been 2,966,931 bales ; the 
exports, 1,512,898 bales. The stock reported on hand Dec. 
14 was 1,169,764 bales. 

The total receipts at interior markets for the cotton. year 
to Dec. 14 have been 1,871,051 bales, a decrease of 169,343 
bales, or 8.7 per cent., as compared with last year. The 
stock reported Dec. 14 was 410,246 bales. 


Boston Traffic Notes. 


The movement of loaded freight cars to and from the 
New York & New England at the Newburg transfer last 
month compared as follows with the same month in 1882: 
West-bound, 1883, 875 ; 1882, 776; increase, 99. East- 
bound, 1883, 4,613; 1882, 2.210; increase, 2,408. In- 
cluded in ths estimated movement for the month were 
2,134 car-loads of coal, against 1,328 in November, 1882. 
The following is the report of the loaded freight car move- 
ment in November, 1883, via the Harlem transfer around 
New York city as compared with November, 1882: West- 
bound, 1883, 2.700 ; 1882, 2.839; decrease, 139. EHast- 
bound, 1883, 3,585 ; 1882, 4.049 ; decrease, 464 


Commissions on Pacific Coast Tickets. 


The Transcontivental Association has issued a circular call- 
ing the attention of connecting lines to the following ex- 
tract from Section 6 of the articles of agreement : 

“From and after the date of this agreement no street 
commission or ticket rebate on east-bound overland tickets 
will be paid by the companies parties hereto, and connect- 
ing Eastern lines sball be requested by the Commissioner, 
hereafter to be appointed, to discontinue the payment of 
street commissions and rebates to passengers, and the mak- 
ing of any cuts whatever from established through rates; and 
should any such railroad company fail to comply with such 
request, it shall be the duty of the Commissioner to notify the 
Pacific Coast terminal companies, which shall then suspend 
the sale of all tickets over the line so failing or refusing for 
so long a time as tbe Commissioner may direct. 

‘‘And, further, the Pacific Coast terminal companies shall, 
through the Commissioner, redeem within five days from 
date of issue, at the full amount received by themr therefor, 
any and all through tickets of their respective issues pur- 
chased by or for passengers at such times and under such 
circumstances as may be deemed best by the Commissioner.” 

Also to the following resolution, passed at the Topeka 
meeting of the Association: 

“« Resolved, That as it is only in accord with the purposes 
and provisions of the agreement of this Association, all ticket 
sales from the Pacific Coast to the East must be, as now, 
confined to the offices of the terminal lines, it being under- 
stood that this resolution is not to interfere with the present 
privilege enjoyed by resident agencies of Eastern or foreign 
roads in securing tickets at the regular offices for the use of 
their respective patrons. Also, should any foreign road 
persist in continuing the present practice of issuing its ex- 
change orders on its Western terminal office after having 
been requested by our Commissioner to discontinue the cus- 
tom; or sbould any road establish an independent ticket 
agency on the Pacific Coast, the Commissioner will be 
authorized to discontinue the sale of through tickets over or 
via such road for such length of time as may by him be 
deemed advisable.” 


Traders’ Dispatch. 
The following circular from T. N. Jarvis, Manager of this 
line, is dated Buffalo, N. Y., Dec. 18: 
” “Below please find initials and numbers of the cars in this 
ine. 


Del. & Hud. Can. Co... 3.100 to 3.199 inclusive, 30 ft.—30.000 Ips. 


N. Y., L. E. & West... .28,600 * 29, 29 ft.—36.0C0 Ibs. 
Phila. & Read......... 35,000 ** 35,099 ed 24 ft.—40,000 Ibs. 
Lehigh Valley........ 50,001 “ 50,199 . 33 ft.—40,000 Ibs, 
N.Y., Chi. & St. L....20,000 “ 20,199 = 30 ft.— 40,000 Ibs. 
N. Y.. Chi. & St. L .. 20,200 “* 20,999 = 34 fr.—40,000 Ibs. 


Ind.. Bloom. & West 12,000 ** 12,999 34 ft.—40,000 Ibs. 


“The movements of these cars should be reported to C. W. 
Cushman, Manager the Railway Car Association, Buffalo, 
N. Y. The mileage must be reported to and settled direct 
with owners, a separate item from their common cars.” 


Commercial Express Line and Erie & North Shore 
Dispatch. 

The following circular has been issued by General Manager 

Henry Vilas : 

“The Lebigh Valley Railroad Co. is putting 100 cars into 
the Commercial Express Line. These cars are 28 ft. long, 
with capacity for 20 fons, and are numbered from 36,401 
to 36,500 inclusive. Please add this series to the Commer- 
cial Express equipment, dated Oct. 20.” 

— 4 — circular has also been issued under date of 

ec. 10: 

‘* Please send all car reports showing the movements of 
‘E. & N.S. D.*W. & E. D.,’‘ E. & M. 1.” and ‘ Diamond 
Line’ cars to C. W. Cushman, Manager the Railway Car 
Association, Buffalo, N. Y. Blanks and envelopes will be 
furnished upon application to bim.” 


Lackawanna Line. 
The following circular from W. H. Smith, Manager of this 
line, is dated Buffalo, N. Y., Dec. 15: 


“Below please flod numbers and initials of cars in this 
line : 


Bos , Barre &G... 500 to 599 inclusive. 34 ft—40,000 Ibs. 
Bos., H.T. &W.. . 700 * 799 - 

Del., Lack. & West. 1,000“ 1,999 - 34 ft—40,000 Ibs. 
Del.. & Hud. C. Co. 3.200 “ 3,299 ‘ 30 Tt—30.000 lus. 
Wheeling & L. E... 4.000 “ 4,099 : 

Pro. Dec. & Ev..... 4500“ 4.699 ” 34 ft—40,000 Ibs. 
Fitchburg ....... .. 8,000 ** 8,199 ¥ 34 ft —40,000 Ibs. 
Phila. & Reading... 8.500“ 8,699 - 34 ft—40,060 Ibs. 
Chi. & Northwestrn. 9,550“ 999 < 34 ft—40,000 Ibs. 


N. Y., Chi. & St. L.. 22,000 “* 22 999 
Wab., St. L. & Pac. 31,001 * 32,000 - 


**Tbe movements of these cars should be reported to C. W. 
a, Manager the Railway Car Association, Buffalo, 


34 ft—40,000 Ibs. 


“The mileage account, report and settle direct with 
owners, a separate item from their common cars.” 








RAILROAD LAW. 
Injury to Minor Employe. 





In the case of Long against the Pennsylvania Co, the 
Indiana Supreme Court lately held: 
1, In an action by a widow for the death of her minor son, 


caused while coupling cars, and where the complaint alleged 
that the employment of the son by the railroad company 
was without the plaintiffs knowledge and consevt and 
against her will, the declaration of the mmor son made four 
or five days before the injury, that he knew how to couple 
cars and bad made couplings before, was not admissible in 
evidence. In such case there may be a recovery on the pert 
of the parent where the employment of the minor is without 
the parent’s consent; it is not necessary that it also be shown 
to be against the known will of the parent. 

In this case the injury happened while the deceased was 
attempting a coupling of two cars, one of which bad a Miller 
— coupler and the otber a common draw bar coupler, 

y reason of which the bumpers did not meet and the cars 
came close up together. An instruction given assumes that 
the use of such couplers was culpable negligence. This was 
erroneous. The rule in relation to the negligence of a rail- 
road company in the use of machinery and appliances should 
have been stated, and it should have been left for the jury 
to determine whether in this case, applying that rule to the 
facts, culpable negligence existed. 








OLD AND NEW ROADS. 


American Midland.—It is reported that a contract 
bas been let for the construction of this road from Youngs- 
town, O., to Ft. Wayne, Ind., 235 miles. The contractor is 
George Potts, and the contract is probably conditional] on 
the raising of money by the company. 


Atchison, Topeka & Santa Fe.—On the branch or 
loop line (the Wichita & Western) which this compauy is 
building south of its main line in Kansas, the grading is now 
completed from Wichita, Kan., west to Kingman, 45 miles, 
and track has been laid from Wichita to Goddard, 15 miles. 


Atlantic & North Carolina.—The directors hav 
voted to lease this road for 30 years to an eastern syndicate 
which proposes to extend it from Gold-boro, N. C., to Fay~ 
etteville, to connect with the Cape Fear & Yadkin Valley 


road. The lease is subject to ratification by the stock- 
holders. 
Bangor & Piscataquis.—Work on the extension of 


this road from Blanchard to Moosebead Lake was begun 
early last spring, and has proceeded very satisfactorily. 
Rails have already heen laid on the first 344 miles, and the 
rails for the remainder of the distance are all at Blanchard. 
It will take about 1,040 tons of rails to lay the whole dis- 
tance. At West Cove, where the road will terminate, the 
company has purchased 15 acres of land, on which will be 
erected a station, freight houses, and other necessary build- 
ings. The ride from Blancbard to Moosehead Lake will be 
very picturesque. AJ] bills of construction have been paid 
to Dec. 1, and about $100,000 remain in the treasury. Itis 
thought $75.000 will complete the work. The city of 
Bangor builds the extension. A large botelis to be built at 
West Cove, which will be in readiness for the early summer 
travel. 


Bellaire, Zanesville & Cincinnati.—The track on 
this road is pow completed to Zanesville, O., 70 miles west- 
ward from the old terminus at Woodsfield, and 112 miles 
from Bellaire. The road follows a somewhat circuitous 
route through the hilly country of Southeastern Ohio, and 
its completion has required some heavy work. It bas been 
built chiefly by local capital and is intended to serve local 
interests. 


Brownsville, Fort Kearney & Pacific.--In the old 
suit of Thomas, trustee, the United States Supreme Court 
has rendered its decision on the appeal from the Circuit 
Court for the District of Nebraska. This was a suit to fore- 
close a mortgage upon railroad property belonging at_ the 
time the mortgage was executed to the Brownsville, Fort 
Kearney & Pacific Railroad Co., but afterward transferred 
by consolidation to the Nebraska Railway Co. The mortgage 
was given to secure certain bonds issued to a construction 
company under a contract for the building of the road. The 
appellant is the trustee named in the mortgage, and sues in 
bebalf of the holders of the bonds secured by it. The de- 


fense set up is that the mortgage grew ont of a 
fraudulent contract with the construction com- 
pany. In tbe Court below tbe complainant’s bill 


was dismissed. This Court, however, reverses the decree, 
and remands the case with directions to enter a decree in 
favor of the complainant for $205,947, with interest. If a 
sale of the road sbould be meer this sum must be paid 
out pro rata on the bonds secured by the mortgage, on their 
being produced and canceled, or recommended for cancella - 
tion, provided the road sells for so much. 

The only property remaining, it is understood, which is 
covered by the mortgage, is three or four miles of track, 
some ten miles of graded road-bed, and a franchise for a 
bridge over the Missouri River. 


Burlington, Cedar Rapids & Northern.—The engi- 
neers of this company are runring two lines from the 
present terminus of the Pacific Division at Worthington, 
Minn., as follows : One nearly due north to connect with 
the Minneapolis & St. Louis and thence northwest to con- 
nect with the Fargo Southern at Ortonville ; one northwest 
via Pipestone, Ordaway., etc., to Bismarck. The line north 
bas been surveyed 64 miles into Yellow Medicine County, 
Minn., to a point where it will connect with the Minneapolis 
& St. Louis when the latter road is extended west of - 
wood Falls, and thence the Burlington, Cedar Rapids & 
Northern line will bear northwest across Yellow Medicine 
and Lac qui Parle counties to Ortonville to reach the Fargo 
Southern connection. 

It is stated that the company has offered to build a branch 
from its Milwaukee Division at Clermont, la., northward 
to Decorab, about 24 miles, provided some loca! subsidies are 
voted. The plan is to continue this branch from Decorah 
to La Crosse hereafter. 


Chain of Rocks Bridge Co.—This company has been 
fully organized at St. Louis, and it is stated that the sub- 
scriptions to the stock amount to $2,000,000. The company 
purposes building a bridge over the Mississippi River at, 
Chain of Rocks near the upper etd of the city of St. is, 
about three miles above the present St. Louis Bridge. 


Chicago, Burlington & Quincy.—A dispatch from 
Lincoln, Neb., says: ‘The contracts by which the 
Burlington & Missouri River Railroad in Nebraske is com- 
pletely merged into the Chicago, Burlington & Quincy 
have just been filed in the office of the Secretary of 


S-ate. The articles cover all parts of the Burlington & 
Missouri, Republican Valley Division, and the nver 
Division. 1 obhgations and liabilities are assumed by 


the Chicago, Burlington & Quincy.” 


Chicago & Grand Trunk.—The Chicago Tribune of 
Dec. 15 says: “A meeting of the stockholders of the Grand 
Trunk Junction Railway Co. and the stockbolders of the 
Chicago & Grand Trunk Railway was held yesterday at the 
Palmer House for the purpose of taking final action regard- 
ing the proposition to issue a joint mortgege to cover al! the 
indebtedness of the two companies and to provide means for 
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future improvements, The Grand Trunk Junction Railway 
Co. is an organization which coutrols the Grand Trunk 
»roperty from Tbirty-ninth street to the South Side Union 
epot, and which attends to all extensions and improve- 
ments at this point. 

“Tt was decided to issue a consolidated mortgage for 
£800,000 ($4,000,000), and to take up all the outstanding 
obligations, including those for the construction of the Polk 
Street Union Depot. It was agreed to acquire additional 
facilities through the Western Indiana, and, together with 
the property already held by the Junction Co. on Twelfth 
and State streets, and such buildings and property as may 
be acquired hereafter for the accommodation of the Grand 
Trunk business at this point, lease them to the Chicago & 
Grand Trunk. The latter company agrees to pay to the 
t unction Co. 5 per cent. interest per annum on its actual out- 
ay.” 


Cincinnati, New Orleans & Texas Pacific.—Tae 
matter of the over-issue of stock of this company by its 
former secretary, George Dougherty, now deceased, has 
been at last brought before the courts ina suit begun by 
the Citizens’ National Bank, of Cincinnati, against thé com- 
pany in the Superior Court. This is considered a test case 
to determine the liability of the company for the over- 
issued stock. 


Cincinnati, Indianapolis, St. Louis & Chicago.— 
A report that this company had made arrangements to 
secure a controlling interest in the Louisville, New Albany & 
Chicago road is positively denied by President Ingalls. It 
is, however, not impossible that the attempt was made, and 
it is also possible that the plan has not been boca as yet. 

Another version is that this company made a direct offer 
to the Louisville, New Albany & Chicago for the purchase 
of its road. The offer was not accepted, and the matter was 
dropped, and no further negotiations are in progress. These 
reports are given for what they are wortb. 

Another report which has been circulated is tbat the 
Pennsylvania Company has opened negotiations for the pur- 
chase or lease of the Cincinnati, Indianapolis, St. Louis & 
(aionae road. This report also is denied by President 

ugalls. 


Cleveland, Akron & Columbus.—The Court has 
authorized Receiver Walker to lease the track of this road 
from Orrville, O., to Cuyahoga Falls to the Pittsburgb, 
Cleveland & Toledo Co. The lease, it is understood, is only 
a temporary one. 


Detroit, Mackinac & Marquette.—On this com- 
pany’s extension from Marquette, Mich., westward, track 
is reported laid on a short section of 3 miles, from Ishpeming 
west to.the Winthrop Mine. 


Eastern Shore.—A reported sale of this road to the 
Pennsylvania Railroad Co., of whose Delaware Division it is 
an extension, is denied by authority. 


Fort Worth & Northwestern.—Tke Fort Worth 
(Tex.) Gazette says: ‘‘ We understand that the capitalists of 
Fort Worth are now considering the proposition to build a 
narrow-gauge railroad from this city to Throckmorton, a 
distance of 135 miles, via Veal’s station, Springtown, Wil- 
son’s station, Graham and Belknap on the Brazos River, 

ing directly through the immense coal-fields in Young, 
ack and Throckmorton counties, developing a —— and 
an industry that will annually contribute millions of dollars 
to the commerce of our city. This route would leave the 
Wise County coal-fields to the right about 20 miles distant, 
but the coal in the southern t of Jack County will be 
tapped, and the Belknap and Throckmorton coal beds, which 
are vastly superior to those of Wise County, will be more 
directly reached. Moreover, a branch 20 miles long, ex- 
tending from Veal’s Station to Cactus Hill, would strike the 
very heart of the Wise County coal, and thus by 150 miles 
of railroad the entire coal beds of our northwest would be 
laid under tribute to our city. 

* From this city to Springtown, a distance of 30 miles, 
the country is level, and compares well with the Texas Pacific 
line from here to Weatherford.” 


Grand Trunk.—The Union Jacques Cartier road is com- 
pleted and was open for business Dec, 15. It is 614 miles, 
running from the main line near Montreal to the Canadian 
Pacific at Sault au Recollet. It has been built to complete 
a convection outside of Montreal. 


Huron & Southwestern.—This company has been 
organized to build a railroad from Huron, Dak., southwest 
to Chamberlain, or some point on the Missouri below that 
town, 

Indiana, Illinois & Ilowa,—This company has decided 
to build its repair shops in Kankakee, Ill, accepting the 
land offered for the purpose in that town. 


Memphis & Charleston.—The directors have decided 
to issue tne $1,000,000 6 per cent. second mortgage bonds, 
and $500,000 7 per cent. car trusts, authorized by the stock- 
holders at the meeting in November. Private parties, it is 
said, have made offers for both issues, which will probably 
be accepted. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of Nov. 24: 

The Mexican National’s little line between Zacatecas and 
its suburb of Guadalupe is paying well, having transported 
120,095 passengers in September and October. 

The inspector of the Mexican National’s line building from 
Celaya to San Luis Potosi reports that up to the end of Octo- 
ber the track was laid to kilometre 45, counting from the 
crossing of the Mexican Central. 

A concession has been granted to Gen. Alfonso Flores for 
the construction of a railway line from Tampico to Victoria 
through Altamira, Presas, the hacienda of Santa Maria and 
La Sierra, with the branches necessary for local traffic; also 
from Victoria through Hidalgo and Rio Blanco, terminating 
in Matehuala with a branch to Padilla, and otber branches 
which may be necessary. The gauge may be either narrow 
or broad. A subsidy of $4,500 a kilometre of narrow-gauge 
track is granted. 

A new time-table will go into effect on the Mexican Na- 
tional in a few days, and trains to Morelia and Celaya, 
which now take two days for the trip, lying over for the 
night at Acdmbaro, will go through ina day. ‘he train for 
Morelia will reach that city at about 9 o’clock at night, 
and the train for Celaya will keep on to San Miguel de 
Allende. The company is picking upa deal of profit- 
able business on its recent extensions, and large amounts of 
sugar and tobacco are coming into Morelia to be shipped. 


Mobile & Ohio.—Tbis company makes the following 
statement for November and the five months of its fiscal 
year from July 1 to Nov. 30: 


--—November.—, -——-Five months.—— 
1883. 1882. 1883. 2. 








Barnings.... 295 $1,004,623 $1,000,222 
Expenses... 48'606 ~ 635,428 "701,055 

Net earnings........$140,703 $152,689 $369,195 $299,167 
Per cent. of exps..... 49.7 49.3 63.2 70.1 


For the five months there was an increase of $4,401, or 
0.4 per cent., in gross earnings, with a decrease of $65,627, 








or 9.4 per cent., in expenses, the result being a gain in net 
earnings of $70,028, or 23.4 per cent. 


New York City & Northern.—The committee of 
bondholders of the New York City & Northern Railroad at 
a meeting held Dec. 7, resolved that the modifications in the 
plan and agreement for reorganization, as pro by the 
company and the Loan & Improvement Co., be not agreed 
to, and iastructed the counsel of the committee to progress 
pending foreclosure suit as speedily as possible. 


New York, Lake Erie & Western.—It is said that 
the Montgomery Branch will be extended next season from 
its present terminus at Montgomery, N. Y., to Shokan on 
the Ulster & Delaware road, a distance of about 38 miles. 
The line proposed is nearly parallel with the Wallkill Val- 
ley road for about half the distance, and will pass near 
Lake Mohonk, besides reaching other summer resorts. The 
object of the extension is to give the Erie a connection with 
the Catskill Mcuntain region. 


New York, Pennsylvania & Ohio.—In_ the suit 
brought to set aside the lease of this road to the Erie, testi- 
mony is now being taken in Cleveland. The chief witness 
so far has been James McHenry, but his evidence discloses 
very little that was not known before. 


New York, West Shore & Buffalo.—It is announced 
that all the bonds held by the North River Construction 
Co., and recently offered by that company to its stockhold- 
ers, have been takepv. The price at which they were offered 
was 90, an equal amouut of stock to go with each bond. 

Preparations are in progress for the opening of the road 
through to Buffalo on Jan. 1. It is announced that the 
company has made formal application for admission to the 
pool on both east and west-bound business. 


Northern Pacific.—The following statement is made 
for the months of October and November: 





October. November. 
NELLA OLE CE ES $1,397,221 $1,253,200 
7 ES ie Me ali BA 14,586 557,700 

Net earnings ............000.005 $782,635 ~ $695,500 
Rentals and taxes ............0...000. 53,111 45,500 
| ts RE aah EE 8 ~ $729,524 $650,000 

Per cent. of expenses, including 
rentals and taxes..............s00- 47.8 48.1 


The earnings and expenses given for November are partly 
estimated. 

A correspondent sends us the following in relation to the 
— Branch, the completion of which was noted last 
week : 

‘*The Helena & Jefferson County Railroad, known here 
as the Wickes Branch, starting at a point five miles east of 
Helena, called Helena Junction, extends thence through 
Clancy and Jefferson to Wickes, 20 miles. The location of 
the line was commenced Aug. 9, and the track is now laid. 
It will be opened for business about Dec. 15. 

‘* Tbe business of the line will be mainly the transporta- 
tion of ores and bullion from the Comet, the Alta Montana 
and the Gregory mines. Other mines are also likely to 
be opened immediately.” 


Ohio Central.—A dispatch from Columbus, O., Dec. 

18, says: ‘Judge Baxter to-day,in the United States 
Court, appointed J. E. Martin permanent Receiver of the 
Obio Central Railroad & Coal Co.; A. W. Scott, as gen- 
eral local counsel and counsel for the Southern District and 
C,. H. Scribner for the Northern District, with a bond of 
$50,000 ; Judges Sage and Welker, of the Ohio District, 
pee etey, | Judge Jackson, of Wheeling, W. Va., was 
here, but did not confer with Judge Baxter. Mr. Martin will 
be permanent Receiver by prior jurisdiction. This action 
ousts Thomas R. Sharp, appointed in West Virginia, and 
gives Mr. Martin control of all the road from Toledo to 
Charleston. The Court announced previously that any act 
of Mr, Sharp as Receiver would be null and void.” 
Later dispatches say that Judge Jackson, of the West 
Virginia Circuit, will adhere to his action in appointing Mr. 
Sharp, and that there is likely to be a conflict of jurisdic- 
tion. 


Oregon & California.—Track on this road is now laid 
to Grant’s Pass, Oregon, 99 miles southward from the old 
terminus at Roseburg, and 296 miles from Portland. Track- 
laying is in progress from Grant’s Pass to Rock Point, 17 
tmailes, 


Oregon Improvement Co.—This company, owning 
and operating the Pacific Coast Steamship Co., the Columbia 
and Puget Sound Railroad and the Seattle Coal & Trans- 
portation Co., makes the following statement for October 
ror 7 eleven months of its fiscal year from Dec. 1 to 

ct. : 

~———October.-———. Eleven months. 
1883. 882. 1883. 


Barvings...........2. se.e $438,147 $356,661 $3,705,109 

Expenses... ...... 1.2222. 258,696 205,007 2°510,985 
Net earnings ............ $179.451 $151,654 
59.0 5 


$1,194,124 
Per cent. of expenses.... . 57.5 67. 
For October there was an increase of $81,486, or 22.8 per 
cent., in gross earnings, with an increase of $53,689, or 26.2 
per cent., in expenses, the result being a gain in net earnings 
of $27,797, or 18.3 per cent. 


Oregon & Transcontinental Co.—It is stated that 
the Executive Committee has recommended that the Jan- 
uary dividend be passed. This action will certainly be ap- 
proved by the board. 

A full statement of the company’s affairs and present 





financial condition is understood to be in preparation, and it 
will be published as soon as completed. 

The retirement of Mr. Villard from the presidency of 
this company is noted elsewhere. Mr. Villard’s action is 
said to have been taken in order to facilitate a settlement 
with the Northern Pacific Co. 

The following statement of the assets held by the company 
is said to be an approximate estimate, prepared without 
time to refer fully to the books: 152,000 shares of Oregon 
Navigation at 110, $16,720,000; 160,000 shares Pacific com- 
| mon at 26, $4,160 000; 167,500 shares of preferred at 57, 

$9,547,500, and $13,750,000 worth of Oregon and California 

bonds, dividend scrip and branch bonds; total market value, 

$44,177,500, from which, deducting $13,250,000 liabilities, 
| there remains $30,927,500 net assets, or 77}¢ per cent. on 

$10,000,000 capital. The $13,250,000 consists of $12,000,- 
000 maturing liabilities, $1,000,000 due Mr. Villard and 
$250,000 call loans. 


Reynoldsville & Falls Creek.—This company has 
been organized to build a branch line about 7 miles long, 
from Falls Creek, Pa., on the Rochester & Pittsburgh ona 
to Reynoldsville, on the Low Grade Division of the Alle- 
gheny Valley road. 


Rome, Watertown & Ogdensburg.—This company’s 
statement for October is as follows: 











1883. 1882. Inc. orDec. P.c 

Earnings..... SAepe kee £169,605 $172,737 D. $3,132 1.8 
Expenses........ eo os , 08,780 165,582 D. 11,802 113.1 
Net earnings........ + $75,825 $67,155 I. $8,670 12.9 


| DECEMBER 21, 1883 





The decrease in gross earnings and in expenses, it is under- 
stood, is largely due to the loss of through coal traftic, which 
was Carried at extremely low rates. 


St. Johnsbury & Lake Champlain.—At a meeting 
held in Boston, Dec. 12, the directors voted to execute a 
mortgage on the road and issue bonds for the purpose of 
putting the road in good order and providing additional 
equipment, in order that the road may be ready for the 
increased business expected from tbe completion of the con- 
nection with the Ogdensburg & Lake Champlain road. 


St. Louis & San Francisco.—The following statement 
has been published for the year ending Dec. 31, the Novem- 
ber and December figures partly estimated : 





NID, dL. a su ShSie ans vicdbaes auebboansccteee $3,903,591 
ee ee 1,776,135 
Net earnings $2,127.456 
Interest and sinking funds....................s+e000. . 1,349,300 
RUNES TOP CHO FORE oa. osc cncrccccsvers coocseseds $778,156 


The corrected statement, it is thought, will run a little 
over rather than under these figures. 


St. Paul Railroads.—The St. Paul Pioneer Press pub- 
lishes a review of the railway extension and improvements 
for the year on roads centering in St. Paul, showing the fol- 
lowing figures: 


Miles of Total cost of 

track laid. improvem’ts. 

PE SIG 350658 tcccchcs coven dibauen 753 $15,100.000 
PeereeOe A. BE, PRUE: oo. w i eeccccseccsss cove 175 2,685,000 
ICE iratuid: esto tuk cawnee> sud. cadtabe 86 3,680,500 
NN io inn sin kea tec sake seeahe nom 141 2,500,000 
ED 6 iiat silent: tb abn kina. cee vensbeies aoe 145 1,400,000 
8D SO eer eee 16 240,000 
Miuneapolis & St. Louis... ................. 3 170,000 
WG dow-obvas ase (ncnces atapyerbesaaes 1,319 $25,781,500 


New mileage for 1882, 1,319; new mileage for 1882, 
2,400; new mileage for 1881, 2,081; new mileage for 1880, 


1,478. 


Satsop.—This company has been incorporated to build a 
railroad in Mason. County, Wash Ter., connecting the val- 
ley of Goldsboro Creek with the headwaters of the Satsop 
River. It is intended to open up a lumber district. 


Seaboard, Pennsylvania & Western.—This company 
has been formed by the consolidation of the Seaboard, Pitts- 
burg & Great Western and the Delaware Water Gap and 
Southwestern, two corporations whose roads exist on paper 
only. The projected line is from the Delaware Water Gap 
to a point near Pittsburgh. 


Securities on the New York Stock Exchange.— 
The Governing Committee of the New York Stock Ex- 
change has admitted to dealings at the board the following 
securities: 

New York, Lake Erie & Western, third-mortgage bonds 
extended at 41% per cent. for $4,618,000, issued in place of 
7 per cent. bonds matured and paid. 

Northern Pacific, an additional $2,782,000 of first-mort- 
gage 6 per cent. bonds, making the total amount issued up 
to date $45,509,000. 

Central, of New Jersey, convertible debenture 6 per cent. 
bonds due May 1, 1908. The bonds are convertible into 
the stock of the company at any time between Jan. 1, 
1885, and Jan. 1, 1907. 

Southern Pacific of New Mexico, first-mortgage 6 per cent, 
bonds, due Jan. 1, 1911. 

Chicago, Milwaukee & St. Paul, an additional $1,000,000 
first-mortgage 5 per cent. bonds on the Chicago & Pacific 
Western Division, and an additional $390,000 of Hastings 
& Dakota Division 7 per cent. bonds. 

Louisville & Nashville, second-mortgoge 6 per cent. bonds 
of the New Orleans & Mobile Division, due Jan. 1, 1930, 
for $1,000,000. 

Chicago & Northwestern, an additional $975,000 of 5 per 
cent. sinking fund bonds of 1879, due Oct. 1, 1929. 

Denver & Rio Grande, an additional $532,000 of consol- 
idated mortgage 7 per cent. bonds due Jan. 1, 1910. 


Toledo, Ann Arbor & Northern Michigan.—The 
ties are now being distributed along the line of this road 
from Owosso, Mich., northward, and tracklaying will soon 
be begun at Owosso, where the connection with the Detroit, 
Grand Haven & Milwaukee road has been put in. 


Toledo, Cincinnati & St. Louis.—The order of sale 
of the Cincinnati Northern road, made some weeks ago by 
the Superior Court in Cincinnati, has been set aside, the 
creditors, under whose judgments the order was made, 
having accepted receiver’s certificates for the amount of 
their claims. A special order bas further been made by the 
United States Circuit Court directing the sale of certain real 
estate to pay these certificates. 


Vermont & Canada.—The Boston Advertiser says: 


g | “The meeting of the stockholders of the Vermont & Canada 


Railroad, which will be held at Bellows Falls on the 18th 
inst., will be formal only, as an agreement has been already 
made that it shall stand adjourned for 30 days to await the 
result of the hearing before Chancellor Joyce (which will 
begin on the 19th inst.) upon the petition of the Central Ver- 
mont, that the Langdon suit. may be dismiseed, and that the 
corporation may be discharged from its receivership. The 
Central Vermont asks for the dismissal of the snit 
on the ground that Langdon is not the real principal, 
but is a representative of the holders of the trust-deed 
securities, and that it (the corporatiou) has really brought 
the suit, has paid the expenses, and should be per- 
mitted to discontinue it at its pleasure. Mr. Langdon isa 
member of the Central Vermont board of directors, as well 
as the principal in th’s suit, and it is not regarded as 
impossible that an agreement may yet be effected with him 





by which the suit will be dissmissed. This suit, it will be 
remembered, was brought by Mr. James R. Langdon and 
others against the Central Vermont us reeeiver and manager 
of the Vermont Centra) and Vermont & Canada railoads, 
to secure a deision by the Court of Chancery making their 
trust-deed securities a prior lien on the entire property of 
the Central Vermont, underlying everything; and the pur- 
pose of its desired dismissal was to to give a clear title to all 
the property to the new organization, the Consolidated 
Railroad Co. of Vermont. It was supposed at first that there 
would be no objection to the dismissal of the Langdon suit, 
but at present the consent of the principal has not been 
obtained.” 

At a meeting of the board in Boston, Dec. 17, it was de- 
cided to proceed with the petition for the dismissal of the 
Langdon suit, without regard to any action of the other 
parties to the suit. 

The petition came before the Court Dec. 19, but no hear- 
ing was had, the case being put over to Jan. 17. 


Wisconsin Central,—The extension of this company’s 
Wisconsin & Minnesota line from Chippewa Falls, Wis., to 
Eau Claire, 10 miles, is completed, and trains began to run 





over it last week. The company will run frequent local 
trains between Chippewa Falls and Eau Claire. 





